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PLACING THE BLAME 


We have been greatly amused in reading a recent 
circular to members of the National Association of Rail- 
road and Utilities Commissioners by John E. Benton, 
its general solicitor in Washington. Mr, Benton com- 
ments critically on the delay in the Hoch-Smith grain 
case hearings. The investigation, he says, is being held 
to enable the Commission to comply with the Hoch-Smith 
resolution, which directed it to, establish, on the prod- 
ucts of agriculture, the lowest possible lawful rates with 
the least practicable delay and as expeditiously as pos- 
sible. It was hoped, he says, that the grain investiga- 
tion might be concluded and any resulting readjustment 
of rates might be ordered in time for the 1928 crop 
movement, but now it “begins to be wondered” if this 
can be done in time for the 1929 crop. But nobody, he 
says, “except a certain editor,” will criticize the Com- 
mission, “because ‘many parties offer evidence and the 
Commission hears it all,” though he points out that it 
must be evident that our regulatory procedure demands 
radical improvement, “if this is all the speed the pro- 
cedure admits of, even when the Commission is spurred 
on by an express command from Congress to act with 
expedition.” 


In the first place, Mr. Benton is in error in saying 
that no one but a certain editor criticizes the Commission 
for the situation complained of, though he is more or 
less correct if he is thinking of public criticism. Per- 
haps the same obvious reason prevents other criticis 
from speaking publicly that causes Mr. Benton to re- 
frain from placing the blame where it belongs. They 


829 


approval of our criticism of the Commission, expressed 
in our editorial of February 11. Here is one, for in- 
stance, from the traffic director of the chamber of 
commerce of one of the largest cities in the country: 


I have just read the first editorial in your issue of February 
11, and before reading another word in that issue I stop to con- 
gratulate you. 

Your remarks are timely and so clearly portray the deplor- 
able conditions which are growing worse and worse from day 
to day that I feel sure what you have said will have a very 
salutary effect. 

Of course, the public should have, as designed in the law; 
free and fair opportunity of presenting facts to the Commission; 
nevertheless, I have always felt that, to a certain degree at least, 
the rules of evidence followed in our courts should be adhered 
to in the presentation of facts to the Commission—not, of course, 
to the extent that any person desiring to present facts, and being 
without counsel, qualified to follow the rules of court practice, 
should be excluded from participating in hearings, or in the 
presentation of a case—but that there should be some limitation, 
as you suggest, that will curtail the activities of those who work 
upon the credulity of the public, or groups of shippers, simply for 
the purpose of obtaining retainer fees; or, as you state it, “they 
wish to make a showing for their employers, or because they 
like flitting about the country appearing in such cases.’ 

Beyond question, the public is burdened with a great unnec- 
essary expense in consequence of the conditions to which you 
refer, and when we come to analyze this expense it is not very 
hard to find that quite a percentage of it finds its way to the 
shipper, not only through the taxation necessary to maintain the 
Commission, but in the rates which are based upon the expense 
incident to the operation of the railroads. 

This letter is not for publication but simply as a word of 
encouragement in the good work you are doing. 


But where would Mr. Benton place the blame for 
the condition he deplores? Is anyone but the Commis- 
sion responsible for its rules of practice and the methods 
of procedure that have caused the Hoch-Smith inves- 
tigation to become a joke? If so, who is it and what 
would Mr. Benton suggest be done? We suppose Con- 
gress could take hold of the situation and lay down 
rules for the Commission that would prevent the condi- 
tion in our regulatory procedure that now, as Mr. Ben- 
ton points out, “demands radical improvement,” but is 
that necessary or ought it even to be expected? We 
have had criticism from all sources as to congressional 
and other political interference with the action of the 
Commission. Must Congress now be called on to tie a 
bib around the Commission’s neck and hold the spoon? 
What else is Mr. Benton suggesting? 

We have every sympathy with those who, by reason 
of their occupations, are restrained from expressing 
themselves freely and frankly when such expression 
might cause them business embarrassment. So also do 
we sympathize with any like newspaper editorial writefs 


































LLINOIS TRACTION SYSTEM is the only 
railway that enters St. Louis over its own rails and its own 
bridge. It connects with all railroads in St. Louis and has 
arrangements by which every private industry on other 
railroads in St. Louis may be reached under switching ab- 
sorption and also many team tracks throughout St. Louis 
may be used in serving industries not provided with private 
industry tracks. 


Illinois Traction System has joint freight rates with 
principal railroads throughout the United States. 


Freight shipment to, from or via St. Louis receive 
prompt handling and personal attention. 
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MANGAS CIETY occ ccccs L. W. Gent, 930 Board of Trade Bldg. 
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OFF-LINE REPRESENTATIVES 
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or professional bulletin compilers ‘who think they must 
fill a certain space every so often whether or not they 
have anything worth while to say. But our suggestion 
to the first class is that, if they cannot speak frankly, 
they had better not speak at all, and to the second class 
that clean white paper is to be preferred to something 
written on it that is meaningless. 


BARGE LINE EXPANSION 

We are glad to see that the railroads have entered 
the lists against additional expenditures for inland 
waterway improvement under present conditions. The 
railroads are, of course, selfish—just as those who are 
pressing for barge line extension are selfish—but they 
have their rights, and what they say must stand or fall 
by the test of soundness. To us it seems sound. They 
are not even opposing the barge line, as such, but are 
merely insisting that its experimental nature, with a 
view to future private operation, be preserved and that 
it have only a fair trial under proper competitive condi- 
tions—the kind of conditions that private capital operat- 
ing the barge line would have to meet. 

From the point of view of its experimental nature 
as a demonstration to private capital it is, of course, in 
one sense, immaterial whether or not the barge line, 
while under governmental auspices, be operated under 
the same conditions that would apply to private opera- 
tion. Private capital contemplating investment would 
certainly acquaint itself with all the conditions that 
would confront it before it made the venture, whether 
or not these conditions had maintained before it took 
hold. Capital is canny. But nevertheless, it is import- 
ant that the public should have the same information 
that capital would seek and find. It is the public’s 
money that is being used now and the barge line is a 
public enterprise. Moreover, it is not fair, even while 
the enterprise is governmental, that it should be operated 
at the expense of all for the benefit of the few. 

We think the argument made by C. S. Duncan, for 
the railroads, before the House committee, is well worth 
reading and considering. While it comes from the rail- 
roads and is, of course, inspired by selfishness, it might 
well come from a disinterested student of the problem 
and it seems to stand the test of reasonableness. 

Apparently there is still no disposition on the part 
of advocates of government barge line operation to 
meet frankly the issue as to what the operation is cost- 
ing the people of the United States and what it would 
cost private capital to run the business. In the hearings 
before the congressional committees on the proposals to 
put at least $10,000,000 more into the barge line enter- 
prise, statements have been made repeatedly to the ef- 
fect that the undertaking has shown itself to be profit- 
able or that it is at least self-supporting. 

This misrepresentation with respect to the financial 
results of the government’s_barge line business has been 
frequently commented on. We do not mean to say that 
the actual figures reported by the government officials 
are not correct, but we do say that the conclusions 
drawn from those figures are incorrect, because costs 
of doing business under private operation and owner- 
ship are ignored—and this barge line enterprise is sup- 
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posed to be a demonstration put on at the expense of the 
public in an effort to prove that private operation of 
barge lines can be made financially successful. Barge 
line rates are pointed to as being substantially lower 
than rail rates. We have asked heretofore and we ask 
again for a showing as to whether or not the barge 
line rates are high enough to cover costs of operation 
that would have to be met by a private operator and 
yield a fair profit. 

The investment of the Inland Waterways Corpora- 
tion, as carried in its records, is approximately $17,000,- 
000, though that figure, of course, does not reflect the 
total outlay of government funds since the inception 
of the barge line experiment. Of the $17,000,000, ap- 
proximately $10,000,000 is credited to the lower Missis- 
sippi division of the barge line service. In the calendar 
year 1927, according to the testimony of Major General 
Ashburn, of the Inland Waterways Corporation, the 
operating loss of the corporation was $21,808, but the 
lower Mississippi division had a “net income” of $261,- 
436. This $261,436 is referred to by him as “profit.” 
Unusual conditions affecting the operation of the barge 
lines prevented this “profit” from being larger, accord- 
ing to General Ashburn, but “unusual conditions,” it 
may be pointed out, constitutes one of the hazards of 
doing business, whether that business is done by the 
government or by private interests. Applying the 
“profit” of $261,000 to the investment of $10,000,000, we 
have a return of a little in excess of 2% per cent. This 
“profit” is arrived at after deductions for depreciation, 
at three per cent, but cost of capital invested and taxes 
are not figured. If the cost of capital were figured at 
only 4 per cent, the “profit” would be more than wiped 
out. If an estimate were made as to taxes, that would 
have to be met by a private operator of the lower Mis- 
sissippi division, and that estimate were taken into con- 
sideration, there would be a still further deficit. 

General Ashburn testified that there had been a loss 
of $406,414 as the result of the operations of the Inland 
Waterways Corporation since the creation of the cor- 
poration in 1924, after $1,335,346 depreciation had been 
taken into account, and then made the point that the 
corporation had actually taken in about $1,000,000 more 
than it had paid out. Depreciation is a recognized ex- 
pense of doing business. The argument seems to be, 
however, that figuring depreciation in and then taking it 
out, results in an excess of income over outgo. 


PARKER BILL FAVORED 
The Trafic World Washington Bureau 
A favorable report on the revised Parker consolidation bill 


-was ordered April 3 by the House committee. 


The committee vote on the revised Parker bill was thirteen 
for and six against. The members who were understood to 
have voted for the bill were: Parker, chairman, of New York; 
Denison, of Illinois; Merritt, of Connecticut; Mapes, of Mich- 
igan; Newton, of Minnesota; Hoch, of Kansas; Wyant, of Penn- 
sylvania; Burtness, of North Dakota; Robinson, of Iowa; Gar- 
ber, of Oklahoma; Johnson, of Indiana; Lea, of California, and 
Corning, of New York, the two latter members being Democrats. 
Those who were understood to have voted against the bill were: 
Rayburn, of Texas; Huddleston, of Alabama; Parks, of Arkan- 
sas; Milligan, of Missouri; Shallenberger, of Nebraska, and 
Perry, of Virginia, all Democrats. The minority took under 
consideration the question of preparing a minority report. 
Chairman Parker said the majority report would be made within 
a few days. 

The committee eliminated from the bill (H. R. 17403), in- 
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troduced by Mr. Parker March 3, 1927, the provision requiring 
the Commission to value carrier properties in connection with 
unifications. The substitute provision subjects issuance of se- 
curities to the provisions of section 20a of the interstate com- 
merce act “except that in no case shall the Commission author- 
ize the issuance of securities based upon a capitalization of 
intangible values resulting from the proposed unification.” The 
valuation provision was objected to on the ground that it would 
delay approval of unification plans. 

The committee bill provides that the carriers and the Com- 
mission shall give due consideration to the inclusion in any 
plan of short and of weak carriers in the territory involved. A 
provision in H. R. 17403 requiring the Commission to make a 
study of the short and weak lines was eliminated. It was 
pointed out in the hearings that the requirement as to a study 
was not necessary as the Commission would have before it in- 
formation relating to that question. ° 

H. R. 17403 contained a provision that, upon expiration of 
seven years from the passage of the act, “it shall be the duty 
of the Commission to report to Congress the extent to which 
unifications have taken place in accordance with such act, and, 
in the light of conditions then existing, its recommendations as 
to further proceedings.” The committee bill omits this pro- 
vision. 

After the passage of the committee bill, no application 
could be made under paragraph 2 of section 5 of the interstate 
commerce act, and after that time, the Commission, in passing 
on applications theretofore filed, would be required to apply the 
provisions of section “202 of the bill in determining the public 
interest under paragraph 2 of section 5. 

The Parker railroad consolidation bill, as revised by the 
House committee on interstate and foreign commerce, was in- 
troduced in the House, April 2, by Chairman Parker. The num- 
ber of the bill is H. R. 12620. 

Section 202 of the bill, containing the general declaration 
as to unification of carriers, follows: 


The unification of carriers or of property of carriers through 
any method or procedure provided for in this title is hereby author- 
ized in any case in which, in the opinion of the Commission, such 
unification will promote the public interest. In determining the public 
interest the Commission shall give due consideration to the main- 
tenance of competition between carriers and the prevention of any 
undue lessening of existing competition, the preservation and im- 
provement of the service afforded by the necessary weak or short 
lines, the promotion of economy, the affording of better service, the 
securing of a simplified and more effective regulation of carriers, 
the ultimate establishment of a number of strong and efficient sys- 
tems well balanced within themselves and with other systems and 
to such other factors as may be in the public interest. 


Chairman Parker said the primary purpose of the bill was 
to give effect to the established policy of permitting the volun- 
tary unification of railroads and their properties. He said the 
measure would adequately protect the public and at the same 
time afford to the carriers more flexible methods of carrying into 
effect a unification plan approved by the Commission. He out- 
lined the various methods through which unifications might be 
effected under the bill. He said the bill would protect the 
rights of dissenting stockholders. The revised bill, which fol- 
lows the general scheme of the bill on which hearings were 
held, repeals the provision in the existing law requiring the 
Commission to prepare a plan grouping all the railroads into a 
limited number of systems. Paragraph 2 of section 5 of the 
interstate commerce act (the acquisition of control section) is 
repealed by the bill. 


“It is not asserted that consolidations will remove all the 
difficulties of today in maintaining adequate transportation’ by 
rail and an effective regulation of carriers engaged in such trans- 
portation,” said Chairman Parker. “But I feel certain that a 
large majority of the committee is convinced that the enactment 
of the bill will prove a very substantial step forward. In fact, 
consolidations present the only effective method by which many 
of our present railroad difficulties can be removed. For example, 
the problems of weak carriers will be solved only by making 
them a part of a strong system. Substantial and effective com- 
petition, primarily in service, but to some extent also in rates, 
can be produced only by the creation of a strong, well balanced 
system.” 


MINIMUM RATE POWER 


Identical bills depriving the Commission of the power to 
prescribe a minimum rate have been introduced in the Senate 
by Senator Barkley of Kentucky (S. 3832), and in the House 
by Representative Moore of Virginia (H. R. 12527). The bills 
amend the various parts of the interstate commerce act in 
which there is grant of power to establish a minimum rate by 
confining the power over rates for the future to the prescription 
of maximum rates. Passage of the bills would reduce the Com- 
mission’s power to what it was before the enactment of the 
transportation act of 1920. 

One exception, however, is made to the proposed reduction 
in power. That is in the form of a proviso saying “Provided, 
That where one of the carriers is a water line, the Commission 
shall have authority to prescribe minimum rates, fares, and 
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charges, applicable to a rail carrier with which it is or may be 
in competition.” ‘ 

In a joint statement issued through Senator Barkley’s office, 
the two members of Congress explain that the bills are the out- 
growth of the decision of the Commission in the lake cargo 
coal case. The statement says that “the manner in which the 
Commission has been exercising the power has resulted, and 
will continue to result, in the Commission becoming the arbiter 
of business prosperity in different sections of the country. The 
effect of the exercise of this power is to shift commerce back 
and forth from one section to another, a power which Congress 
never intended to confer upon the Commission. This power 
has been exercised not only in the coal business, but it has 
been applied to fruits, grain, lumber, and other important com- 
modities.” 

The authors of the bill say their desire is to restore the 
Commission’s authority as it existed prior to the enactment of 
the Esch-Cummins law of 1920, officially designated as the trans- 
portation act, 1920. 


RATE REGULATION BILL 


Representative Peery, of Virginia, has introduced H. R. 
12692, a bill to amend the interstate commerce act by adding 
thereto the following: 


That notwithstanding anything contained in the interstate com- 
merce act and the amendments thereto, the Interstate Commerce Com- 
mission. shall not have power in any circumstances, except as herein- 
after provided, to increase or cause to be increased, any individual or 
joint or proportional rate, fare, or charge of any carrier or carriers 
subject to the provisions of the said act if, on a hearing, it is proven 
that such rate, fare, or charge will yield to such carrier or carriers 
something more than the out-of-pocket cost of the service performed 
or to be performed; and shall not have power in any circumstances, 
except as hereinafter provided, to cancel or cause to be canceled any 
proposed individual or joint or proportional rate, fare, or charge of 
any carrier or carriers subject to the provisions of said act which 
decreases any rate, fare, or charge of such carrier or carriers, now 
or hereafter existing if, on a hearing, it is proven that such proposed 
rate, fare, or charge will yield to such carrier or carriers something 
more than the out-of-pocket cost of the service to be performed. 

Section 2. This act is not intended and shall not be construed 
to in any manner amend, modify, or affect section 4 of the said 
— commerce act or subsection 4 of section 13 of the said 
act. 

Section 3. This act is not intended and shall not be construed 
to take from the Interstate Commerce Commission the power under 
section 3 of said act to prevent any undue or unreasonable preference 
or advantage or any undue or unreasonable prejudice or disadvan- 
tage: Provided, That a higher individual or joint or proportional rate, 
faré, or charge of any carrier or carriers subject to the provisions 
of the interstate commerce act shall not be deemed discriminatory 
as against a lower rate, fare, or charge, or otherwise violating sub- 
section (1) of section 3 of said act, or relatively unjust or unrea- 
sonable, if such higher rate, fare, or charge exceeds such lower rate, 
fare, or charge by more than 10 per centum of such lower rate, fare, 
or charge. 


Section 4. That this act shall apply to proceedings now pending 
before the Commission, as well as to proceedings hereafter instituted. 

Section 5. That this act shall take effect and be in force from 
and after its passage. 


\ 


ESCH SUCCESSION 


President Coolidge is understood to be making an active 
search for a man to take the place of Commissioner Esch who 
is remaining in office at the President’s request until a suitable 
man can be found. The names of C. S. Bather, of Rockford, 
Ill., and John C. Burchmore, of Chicago, have been presented. 
Senator Deneen is supporting Mr. Bather, whose name has also 
been presented by Representative Buckbee, of the Rockford 
district. Mr. Bather, commerce counsel for the Rockford Man- 
ufacturers’ and Shippers’ Association and other shipping inter- 
ests in Illinois, has been practicing before the Commission for 
a considerable length of time and is one of the younger veterans 
in that line of work. Mr. Burchmore was formerly on the Com- 
mission’s examiner staff but for about ten years has been in 
practice before that body. Representative Childblom presented 
the name of Mr. Burchmore. 


HOCH-SMITH GRAIN DELAY 


Pointing out that the “mere taking of evidence” in the Hoch- 
Smith western grain rate case (No. 17000, part 7) will run well 
into the summer, John E. Benton, general solicitor of the 
National Association of Railroad and Utilities Commissioners, in 
a bulletin to members, says: 


This investigation is being held to enable the Commission to 
comply with the Hoch-Smith resolution, which directed the Commis- 
sion to establish on the products of agriculture the lowest possible 
lawful rates ‘‘with the least practicable delay” and ‘‘as expeditiously as 
possible.’’ The resolution became law January 30, 1925. The hearing 
in No. 17000, part 7, was begun at Dallas on May 9, 1927. At that 
time it was hoped that the investigation might be concluded and any 
resulting readjustment in rates might be ordered in time to become 
effective for the 1928 crop movements. Now it begins to be wondered 
if this can be done in season for the 1929 crop. 

Nobody will criticize the Commission, because many parties offer 
much evidence, and the Commission hears it all—unless perhaps a cer- 
tain editor be excepted—but it must be evident that our regulatory 
procedure demands radical improvement, if this is all the speed the 
procedure admits of, even when the Commission is spurred on by an 
express command from Congress to act with expedition. 
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Current Topics 
in Washington 


: : 





Not So Many Missourians Now.—Making the air safe for 
Americans is one of the conspicuous services that has been per- 
formed by Lindbergh in his unobtrusive way. Last week he 
gave joy rides to 1,100 persons in the air above Washington. 
He invited congressmen and other public officials to ride with 
him. The congressmen invited their friends to partake of the 
free thrills. But Lindbergh went through with the program 
when he found that the congressmen were distributing invita- 


tions. He had to turn himself into a truck horse. No sooner 


had he come down with a load of passengers than he walked 
to another plane, which had been loaded while he was in the 
air so there would be no delay. And, while he was gone, the 
other plane was loaded so that he was working as hard as a 
conscientious laborer. When he went up in a navy plane he 
and his passengers wore parachutes. That is because the navy 
regulations require the wearing of the life savers. The army 
leaves the matter optional. Lindbergh chose not to use any 
parachutes. Probably he could have ignored the navy regu- 
lations, but he is not that sort. He never asks for privileges 
for himself. In that week of hard work the young man did 
more to convince the country that flying was as safe as any 
other form of transportation, it is believed, than all the years 
of safe flying that the commercial lines had been doing by carry- 
ing passengers on regular schedules between given points, as, 
for instance, Detroit and Cleveland. That seemed to be one 
of the things Lindbergh was trying to do. The fact that a son of 
Emil Berliner, the latter the inventor of the telephone transmitter, 
has been carrying passengers around Washington for two years 
without an accident means much less, it is believed, than Lind- 
bergh’s week of service, practically as a common carrier, without 
hire, in the air around the capital city. It may not be true 
that Lindbergh avoided flying over the Capitol, the building 
in which, it might be suggested, the manufacture of “hot air” 
is a distinguishing characteristic, but it seemed so. At any 
rate, those who like to twit Congress for its talkativeness sug- 
gest that Lindbergh, by so shaping his course as to avoid or 
seem to avoid the Capitol, kept out of the area of supposed 
atmospheric disturbance in carrying out his program to show 
how safe flying, for the mere purpose of getting from one point 
to another, has become. Lindbergh flew many times over his- 
toric ground in that week of being an air taxi driver. He flew 
over the Ft. Meyer parade ground where Orville Wright, in 
September, 1908, took up, for the first time, a passenger in 
addition to himself. The passenger was Lieutenant Selfridge, 
of the army, a member of a family that bulked so large in 
the history of the navy that at one time there were two Rear 
Admirals Selfridge, father and son, on the retired list, the 
father being more than 90 years old. A wire strut broke, 
destroying one of the two propellers in the biplane of the pusher 
type that has gone completely out. Selfridge was killed in the 
fall. Wright was severely injured. That was a real accident, 
not the disastrous end of a stunt, which is what so many of 
the so-called accidents of today seem to be. The stunts, in- 
many instances, are necessary to test the limits of the new 
transportation facility. Often, however, they seem to have no 
value except as stunts. Between the time of the first flight 
in a balloon and the Lindbergh week of free flying, only 145 
years elapsed. The paper maker’s sons, the brothers Mont- 
golfier, did their first flying in 1783, the year in which peace 
was restored between the thirteen colonies and the mother 
country, while Benjamin Franklin was still in Paris and George 
Washington began hearing about the enterprise that, about 
three years later, culminated in a steamboat on the Potomac, 
which, however, was not a commercial success. 





Moore-Barkley Bill Beside the Mark.—Somebody said that 
Homer nodded when, in the Iliad, he had a man perform prodi- 
gies of valor after he had killed him off. The remark was so 
clever that when a man who knows or should know better makes 
a fact blunder it is proper to make an observation about Homer’s 
slip as full explanation for what has happened. R. Walton 
Moore, representative in Congress from the George Washington 
district of Virginia, for years before becoming a member of the 
House of Representatives, practiced before the Commission, 
the southern railroads being fortunate in having such a good 
lawyer to speak for them in that forum. Yet Mr. Moore, with 
Senator Barkley, of Kentucky, has introduced a bill, H. R. 12527, 
repealing those parts of the interstate commerce act giving the 
Commission the minimum rate power, on the theory that it 
used that power in deciding the lake cargo coal case. In their 
statement they said: ‘This veto power was exercised because 
of the transportation act giving the Commission authority to 
fix minimum rates. This power has been exercised not 
only in the coal business, but it has been applied to fruits, grain, 
lumber, and other important commodities.” The fact is that 
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the minimum rate power was not used in the lake cargo case. 
It has been used so sparingly that it is easy to recall only one 
case, that relating to salt from Louisiana mines -to Chicago. 
The lake cargo case was decided by the use of sections 1 and 
15-a and the Hoch-Smith resolution. The use of the two sec- 
tions is definite. The use of the Hoch-Smith resolution is not 
so clearly set forth, yet it is clearly enough done to have 
warned the senator and the representative, had they carefully 
read the opinion in the suspension case. Repeal of the mini- 
mum rate power provisions would not affect the case at all. It 
might be a sop for the coal men, as the Hoch-Smith resolution 
was for the farmers, but no more. The minimum rate power 
is not a foundation or a keystone in the lake cargo structure, 
hence the smiles of his friends at the expense of Walton Moore. 
Not so much is expected from Senator Barkley as from Moore. 





More Coal Trouble Incubatng, Perhaps.—With the week the 
Commission, in No. 15006, has disposed, for the time being at 
least, of the eastbound soft coal rate adjustment, by voting 
nominal if not actual relief to the low volatile coal fields of cen- 
tral Pennsylvania. Also the South Fayette Coal Company, in its 
complaint, No. 20808, in which the Monongahela is the title 
defendant, has raised a question’ as to the group relationship 
on lake cargo coal rates from its mine at Big Meadow Run, Pa., 
on the Monongahela, to the Lake Erie ports for transshipment. 
It objects to paying 10 cents a ton more than its neighbors, 
also shipping Pittsburgh district coal to the ports. It says it 
is in keen competition, in the lake cargo market, with oper- 
ators, some of whose mines are farther away from the ports 
than its own. The eastbound adjustment has been a sore subject 
for a long time, especially since the Commission made rates, 
in the hard coal strike era, to put soft coal into New England. 
The New Englanders seem to obtain an amazingly large per: 
centage of their water-borne coal from the southern low vola- 
tile fields. One of the arguments in the lake cargo case was 
that the natural market for the coal from the southern fields 
lay to.the east—that is, through Hampton Roads, presumably 
to New England. Now that the northern fields have received 
a 15-cent cut to a large part of New England, it would not be 
considered surprising were the Chesapeake and Ohio, Norfolk 
and Western, and the Virginian to be faced with a demand 
from their operators that they meet the cut from the northern 
fields, even as they were met with a demand for a reduction 
when the Commission gave Ohio and Pennsylvania operators 
a better show than they had had in the lake cargo market. A 
mere recital of the facts may suggest that a policeman really 
has an easy time in comparison with the jobs the commissioners 
hold, now that the country has reduced its consumption of coal 
and mine operators, in many fields, have found out more about 
profitless prosperity than men in other lines of human endeavor 
ever imagined. 





Only $200,000,000 of Next Year’s Tax Bill.—Calvin Coolidge 
and Andrew Mellon have held their inquest on the income tax 
returns made on March 15. The thrifty Scot has come to the 
conclusion that there can be a reduction of only a little more 
than 201,000,000 from next year’s tax bill. For easy remem- 
brance, those having thirty cents or less, such as newspaper 
writers, refer to the cut as only $200,000,000. It is easy for 
them to forget $1,000,000. What Coolidge thinks has not been 
made known. A week ago he was still sticking to the original 
estimate that the cut could be $225,000,000, which he intended 
to hold until forced to revise his estimate. But Mellon has told 
the lawmakers that the cut must be held to $201,000,000 plus, 
herein referred to as $200,000,000, because it is easier to write. 
The million plus sloughed off will not hurt anyone. Congress 
refuses to be led into the ways of strict economy that seem 
so pleasing to Coolidge and Mellon. Members of that body, to 
a large extent, are like the newspaper reporters. A few mil- 
lions mean little to them, especially as they dote on telling 
their constituents how much they have procured for their 
“deestricts.’ Most of their constituents believe that the money 
comes from the rich. Therein they forget the declaration that 
‘“Jabor creates all wealth,” which means that labor pays the 
millions that are taken from the treasury for things that 
Coolidge and Mellon deem of doubtful wisdom. Of course, the 
United States has never held to the European idea that pros- 
perity must be created by keeping wages at the level that 
enables the laborer to exist, but no more, so it is possible for 
Coolidge and Mellon, on the one hand, and Congress, on the 
other, to disagree without absolutely endangering “weak women 
and helpless children,” the words which the so-called pure food 
fakers a few years ago rolled under their tongues with unctuous- 
ness when they disagreed with food manufacturers as to the 
proper way to make mince pies or preserve catsup. 





State Department Joy and Gladness.—It would not be dig- 
nified to say that Secretary Kellogg, who would be called the 
minister for foreign affairs were this a parliamentary form 
of government, has donned the habiliments of a nautch dancer 
to express the joy he feels over the turn of American affairs 
in Mexico. However, he is: doing whatever is the dignified State 
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Department equivalent for a Loie Fuller effort to express great 
joy. The oil question with Mexico has again been settled, for 
about the- fifth or sixth time since 1917. Each time caused 
the singing of a Te Deum, followed in due time by a miserere 
because the settlement blew up, if a bit of vulgar speech be 


permissible. The Mexican government again says it will not. 


give retroactive application to the declaration of the constitu- 
tion of 1917 that the oil under the sub-soil belongs and always 
has belonged to the sovereign. It now says that, if the Ameri- 
can who bought land prior to May 1, 1917, under the constitution 
of 1857 and the laws enacted thereunder, establishing fee simple 
titles, did something positive, prior to May 1, 1917, in the way 
of reducing the oil under the surface to possession, it will 
confirm his title. Otherwise, that which he assumed he bought 
will be treated as if he had never bought it. In addition, the 
man who bought prior to May 1, 1917, will have to register and 
prove that he did. something positive to reduce the oil to pos- 
session. That is not counted as retroactive, though, but for 
the constitution of 1917, he would not have had to do anything. 
He would have been like an American who bought land in IIli- 
nois. Such an American, if he found oil, would own it as soon 
as he brought it to the surface. Americans who contest the 
legality of the new arrangement to which the State Department 
has assented, will be left to make their own fight, without help 
from the government that owes them and their dollars protec- 
tion. Americans who bought fee simple titles, as they thought, 
under the constitution of 1857, but dug no oil wells prior to 
May 1, 1917, are to be left out in the cold because, as the State 
Department now views the matter, that will not constitute a 
retroactive application of the constitution of 1917. William 
Jennings Bryan, when he was Secretary of State, adopted, in 
substance, the idea that an American who invested his money 
abroad had no right to expect his government to use its power 
to prevent the taking of his dollars; no matter how shallow a 
pretense of law might be put forward as the excuse. Philander 
Chase: Knox thought it good policy to protect the dollars of 
Americans who made foreign investments,-nor was he ashamed 
of his “dollar diplomacy,” as it was called——A. E. H. 


LAKE CARGO CASE IN COURT 
The Traffic World Washington Bureau 


F. M. Livezey, special counsel for West Virginia in the court 
case at Charleston, W. Va., growing out of the Commission’s 
decision in the lake cargo suspension case, asks that correction 
be made in regard to the petition of intervention filed by West 
Virginia in that case. (See Traffic World, March 24, p. 722.) 
Among other things he says: “I do not know where you obtained 
copy of the petition from which quotations are made in the 
above article, but do know that no petition containing all the 
matters referred to in your article was ever approved by the 
Attorney General of the state of West Virginia and the counsel 
assisting him, and that I did not authorize my signature to any 
such petition as is referred to in the above article.” 

The extracts from the petition were taken from what pur- 
ported to be “the petition of the state of West Virginia, inter- 
venor, in the above styled cause,” the caption on the petition 
being, “the Anchor Coal Co. et al., plaintiffs vs. the United 
States of America et al.,” received by P. J. Farrell, chief counsel 
for the Interstate Commerce Commission, and put in the files 
of his office. . 


A copy of the petition that Mr. Livezey said was filed in 
the court shows considerable variation from that which was 
received in the office of Mr. Farrell. The part of the petition 
filed in court which seems to correspond most nearly with that 
part taken from the copy sent to the office of Mr. Farrell follows: 


(d) Petitioner further avers that the Commission, in the suspen- 
sion case, erroneously construed section 15A of the act in interpreting 
that section in connection with other sections of the act as authorizing 
the Commission to adjust transportation rates in a carrier group as 
between different sections of the country not served by the same 
earrier; but the petitioner further avers if said section 15A is to be 
construed as interpreted by the Commission, that said section is viola- 
he ve the federal Constitution and especially the fifth amendment 
thereof. 

(e) That part of article 1 of the Federal Constitution known as 
clause 6 section 9 reads as follows: 

“No preference shall be given by any regulation of commerce or 
revenue to the ports of one state over those of another, nor the vessels 
poten = or from one state be obliged to enter, clear or pay duties 
n another.” 


Petitioner avers that it is the purpose of the above quoted provision 
and other related provisions of the Constitution that commerce be- 
tween the states should be free and unrestrained and that no prefer- 
ence should be given to the commerce of one state over that of 
another. Petitioner further avers that the Commission, in its decision 
in the suspension case, as hereinbefore averred, failed to find that 
the proposed rates would violate any provision of the interstate com- 
merce act and also failed to find that said rates were below a reason- 
able minimum. But nevertheless by its order it refused the carriers 
the right to put said rates into effect, obviously with the intention 
and purpose of maintaining the freight differential between. southern 
West Virginia and eastern Ohio and western Pennsylvania resulting 
from the order of May 9, 1927. Petitioner avers that this action of 
the Commission is unauthorized by any provision of the interstate 
commerce act, but whether authorized or unauthorized, it is averred 
that such action is violative of the spirit and intention of the com- 
merce clause of the federal Constitution above quoted, and contrary 
to the pledge of good faith and comity existing between -the Federal 
Government and the state of West Virginia. 


. 
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9. Your petitioner therefore says that the orders of the Interstate 
Commerce Commission mentioned and complained of in the bill of 
complaint in the above entitled suit are void and of no effect, not only 
because of the matters and things alleged in said bill of complaint, 
but the same are void and of no effect because of the following and 
additional reasons: 

(a) Said order of February 21, 1928, violates the provision of 
article 1 of the federal Constitution, known as the Commerce Clause, 
hereinbefore quoted; 

(b) Said order of February 21, 1928, violates the guarantees of 
the fifth amendment to the federal Constitution because of the con- 
struction given to section 15A of the interstate commerce act by the 
Commission and which construction is made a basis for said order; 

(c) Because the said order of February 21, 1928, will result in 
the imposition of a tariff upon the interstate commerce originating 
in West Virginia; 

(d) Because said order of February 21, 1928, gives to the pro- 
ducers of coal in western Pennsylvania and eastern Ohio a pref- 
erence in the sale and shipment of coal in interstate trade and 
commerce Over the producers and shippers of coal in the state of 
West Virginia; 

(e) Because if said order of February 21, 1928, is permitted to 
become effective it will inevitably result in the destruction and loss 
of property and vested property rights which have been acquired and 
created under existing laws, and the depreciation of property values, 
in violation of the guarantees of the federal Constitution and particu- 
larly the fifth amendment thereof; 

(f) Said order of February 21, 1928, is based upon erroneous 
statements of facts made by the Commission and erroneous. conclu- 
sions of law reached thereon; 

(g) Said order of February 21, 1928, requiring southern carriers 
to cancel the proposed tariffs, is not based upon the cost of the service 
nor the reasonableness of the rate proposed thereby; 

(h) Said order of February 21, 1928, is based upon erroneous 
_— of sections 1, 3, 15 and 15A of the interstate commerce 
act; 

(i) Said order of February 21, 1928, is based upon numerous other 
errors of law and erroneous findings or conclusions of fact as will 
appear from the record in said proceeding before the Commission. 

For the foregoing reasons, the petitioner prays that she may be 
made a party plaintiff in the above entitled suit; that this petition be 
treated either as an original bill of complaint or as a petition; that 
the defendants in said suit be required to answer the same; that the 
orders of the Interstate Commerce Commission of February 21, 1928, 
and March 8, 1928, be vacated, set aside and held for naught; that the 
restraining order and the injunction prayed for in the bill of complaint 
filed in said suit be awarded; and that all such other further and 
general relief may be awarded to the plaintiffs and to your petitioner 
as their case may require or as to equity may seem meet and proper 
in the premises, and as in duty bound she will ever pray, etc. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 24 totaled 
950,428 cars, according to the car service division of the Amer- 
ican Railway Association. Compared with the preceding week, 
this was an increase of 8,342 cars, with increases being reported 
in the loading of all commodities except live stock, coal and 
coke, which showed slight decreases. The total for the week 
ended March 24 was a decrease of 53,108 cars below the same 
week in 1927 and a decrease of 17,517 cars compared with the 
corresponding week two years ago. 

Revenue freight loading by districts the week ended March 
24 and for the corresponding period of 1927 was reported as 
follows: 








Eastern district: Grain and grain products, 7,201 and 7,130; live 
stock, 2,359 and 2,458; coal, 36,317 and 49,260; coke, 2,153 and 2.810; 
forest products, 4,989 and 4,432; ore, 900 and 1,526; merchandise, L. C. 
L., 69,992 and 71,331; miscellaneous, 91,305 and 92,554; total, 1928, 
215,216; 1927, 231,501; 1926, 236,971. 

Allegheny district: Grain and grain products, 2,958 and 2,975; 
live stock, 1,972 and 2,150; coal, 37,018 and 53,470; coke, 5,274 and 
6,108; forest products, 2,775 and 3,182; ore, 2,239 and 3,572; merchandise, 
L. C. L., 54,985 and 53,350; miscellaneous, 80,963 and 86,838; total, 
1928, 188,184; 1927, 211,645; 1926, 197,366. 

Pocahontas district: Grain and grain products, 197 and 199; 
live stock, 74 and 59; coal, 33,412 and 42,662; coke, 414 and 550; forest 
products, 1,623 and 1,838; ore, 92 and 149; merchandise, L. C. L., 
7,690 and 7,754; miscellaneous, 7,503 and 7,332; total, 1928, 51,005; 1927, 
60,543; 1926, 50,217. 

Southern district: Grain and grain products, 4,230 and 3,433; live 
stock, 1,942 and 2,281; coal, 27,076 and 29,380; coke, 532 and 747; forest 
products, 20,195 and 21,839; ore, 1,066 and 1,222; merchandise, L. C. L., 
42,665 and 42,705; miscellaneous, 66,157 and 65,135; total, 1928, 163,863; 
1927, 166,742s 1926, 160,397. 

Northwestern district: Grain and grain products, 13,402 and 8,507; 
live stock, 8,564 and 8,250; coal, 4,888 and 5,474; coke, 1,556 and 
1,316; forest products, 20,500 and 20,578; ore, 624 and 923; merchandise, 
L. C. L., 33,405 and 34,244; miscellaneous, 36,815 and 36,777; total, 1928, 
119,754; 1927, 116,069; 1926, 117,478. 

Central Western district: Grain and grain products, 12,941 and 
10,164; live stock, 10,819 and 9,758; coal, 12,679 and 19,681; coke, 300 
and 391; forest products, 10,691 and 9,774; ore, 3,244 and 3,543; mer- 
chandise, L. C. L., 34,958 and 35,830; miscellaneous, 49,854 and 52,325; 
total, 1928, 135,486; 1927, 141,466; 1926, 133,360. 

Southwestern district: Grain and grain products, 5,670 and 4,549; 
live stock, 2,325 and 2,141; coal, 5,687 and 6,459; coke, 101 and 136; 
forest products, 8,517 and 9,250; ore, 383 and 422; merchandise, L. C. L., 
16,946 and 17,297; miscellaneous, 37,291 and 35,316; total, 1928, 76,920; 
1927, 75,570; 1926, 72,156. 

Total, all roads: Grain and grain products, 46,599 and 36,957; live 
stock, 28,055 and 27,097; coal, 157,077 and 206,386; coke, 10,330 and 
12,058; forest products, 69,290 and 70,893; ore, 8,548 and 11,357; mer- 
chandise, L. C. L., 260,641 and 262,511; miscellaneous, 369,888 and 
376,277; total, 1928, 950,428; 1927, 1,003,536; 1926, 967,945. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January............... 3,447,723 3,756,660 3,686,696 
Four weeks in February.............. 3,589,694 3,801,918 3,677,332 
Week ended March 3.........c-cceees 959,537 989,863 965,009 
Week ended March 10............2ecee 951,553 1,000,754 967,425 
Week ended March 17...... priabatesiernige - 942,086 1,001,932 977,018 
Week ended March 24.........cceceees 950,428 1,003,536 967,945 

. | rrr ateaeale ate teas jemiairewes 10,841,021 11,554,663 11,241,425 
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Decisions of Interstate Commerce Commission 


Re 


LIVESTOCK ADJUSTMENT 


The Commission, by division 3, in I. and S. No. 3002, re- 
striction of rates and routes on live stock between Southern 
Pacific lines and Missouri Pacific lines, and from and to New 
Mexico points on the Southern Pacific lines (mimeographed), 
has found not justified the proposed increased rates on beef 
cattle, calves, hogs, sheep, and goats, between points in New 
Mexico on the Southern Pacific and points in Texas, Oklahoma, 
Arkansas, Louisiana, and Kansas. It further found that the 
carriers had not justified the proposed provision for the non- 
application of rates on the commodities mentioned, from and to 
points on component lines of the Missouri Pacific system in 
connection with the Texas & New Orleans, but without prejudice 
to the filing of new schedules conforming to the amended basis 
suggested by the carriers at the hearing in this case. 

The suspended schedules were filed with a view to getting 
rid of rates published in connection with the Commission’s 
decision in No. 15686, American National Live Stock Association 
vs. Santa Fe, 122 I. C. C. 609. Following the issuance of the 
order in that case, the reports in this one says, the rates 
therein prescribed under the scale which has been given 
the docket number of the formal complaint, were published for 
all lines in New Mexico, except the Santa Fe. The scale was 
used in making rates for the Southern Pacific from and to New 
Mexico points east of Albuquerque and Deming. On behalf of 
the Southern Pacific it was alleged that the publication agent 
made an error and the purpose of the suspended schedules was 
to restore the old rates under the Shreveport scale. The pro- 
posed increases, the Commission said, would create fourth sec- 
tion departures by reason of the fact that the 15686 scale would 
continue to apply from and to points in New Mexico on the 
Rock Island lines, which traffic could be moved over the South- 
ern Pacific lines through stations from and to which the higher 
scale would apply under the proposed schedule. Therefore the 
Commission condemned that part of the proposal, without quali- 
fication, as to rates between points in New Mexico on the 
Southern Pacific. 

As to the schedules relating to rates from component lines 
of the Missouri Pacific providing for non-application in connec- 
tion with the Texas & New Orleans part of the Southern Pacific 
system, the Missouri Pacific, at the hearing, proposed an 
amended schedule containing the same provision, but applicable 
only from or to Baton Rouge and New Orleans, La., to and from 
points on such component lines of the Missouri Pacific. The 
Live Stock Association, the report said, expressed a willingness 
to have that amended schedule become effective. The Com- 
mission, as before said, qualified its finding of non-justification 
so as to permit the amended schedule to be put into effect. 


SALT REDUCTION STANDS 


In a report written by Commissioner Porter, in I. and S. 
No. 3031, salt from Louisiana producing points to Philadelphia, 
Pa., routed via Houston, Tex., and Southern Steamship Co. 
(mimeographed), the Commission, by division 3, has found not 
unduly prejudicial or otherwise unlawful, the proposed reduction, 
from $4.325 to $4 per net ton, in the rate on salt, carloads, from 


Jefferson Island, La., to Philadelphia, Pa., routed via Houston, 


Tex., and the Southern Steamship Company beyond. It has 
vacated its order of suspension and discontinued the proceeding. 

The technical finding is “that the proposed rate is not shown 
to be unduly prejudicial or otherwise unlawful and it should 
be allowed to become effective.” 

Eastern trunk lines protested on the grounds that the pro- 
posed rate would be unreasonably low and unduly preferential, 
both in comparison with other salt rates prescribed by the 
Commission and as compared with other rail-and-water rates in 
which the rail respondents join. The rail respondents are the 
New Iberia & Northern and the New Orleans, Texas & Mexico. 
The protesting’ trunk lines, through their association, pointed 
to higher rail-and-water rates to Atlantic seaboard destinations. 
The maintenance of the higher rates, the trunk lines claimed, 
created undue prejudice. The report said no shipper under 
those rates appeared to protest the reduced rate. 

The schedules, when filed, proposed the new reduced rate 
from other points in Louisiana, but they were withdrawn, leaving 
the issue to be fought out on the rate from Jefferson Island. 
A witness for the Jefferson Island Salt Mining Company, ap- 
pearing in support of the reduced rate, testified that it would 
be impossible for that company to remain in the Philadelphia 
market at any rate higher than $4 per ton and that even under 
that rate it would have to absorb about $2.40 per ton on ac- 
count of the $3.60 rate prescribed by the Commission from New 
York producing points to Philadelphia, in October, 1927. The 
old rate was $4.50. The reduced rate of $3.60 from New York 





producing points to Philadelphia was published in compliance 
with the Commission’s order in Eastern Salt Cases, 122 I. C. C. 
21, over all-rail routes in which an adjustment was ordered 
with which the all-rail lines from Louisiana mines were not well 
pleased, especially in view of the fact that the Commission 


’ forbade the Southern Pacific and the Illinois Central to publish 


a reduced rate of $4.20 per- ton from Louisiana mines to Chi- 
cago, on rock salt in bulk, because of the deleterious effect that 
rate would have-upon eastern railroads and eastern salt pro- 
ducers. 

Eastern salt producers, as well as the eastern railroads, 
represented in the Trunk Line Association, were successful in 
having the schedules suspended. Language used by Commis- 
sioner Porter in disposing of the case might be taken as indi- 
cating that if the Commission had the power, it would have 
forbidden this reduction. In summing up the contentions against 
the rate and in disposing of the case, Mr. Porter said: 


It is also urged that the rate of $4 will constitute a menace to 
the general salt-rate structure recently prescribed by us in Eastern 
Salt Cases, supra, and will be violative of section 15a, under which 
we are charged with the duty of adjusting rates so that carriers 
as a whole, or as a whole in each group designated by us, will earn 
a fair return. In support of this view they cite Trunk Line and 
Ex-Lake Iron Ore Rates, 69 I. C. C. 589, in which we condemned 
proposed reduced rates on iron ore moving ex-lake to interior des- 
tinations. It appears, however, that the protesting carriers operate 
in a different rate-making group. : 

The points at which the protesting New York salt companies are 
located are served by an entirely different set of carriers from those 
here proposing the reduced rates from Louisiana. No finding of un- 
due‘ prejudice can, therefore, be predicated upon any resulting dis- 
parity in rates between these points. Salt Cases of 1923, 92 I. C. C. 
388, 409, and cases cited therein. ; 

We can not require the cancellation of the proposed rate upon 
the ground that it is too low, because the interstate commerce act 
does not confer upon us the power to prescribe minimum reasonable 
rates over through routes where, as here, one of the carriers is a 
water line. Rail-and-Water Rates From Atlantic Seaboard, 63 I. C. 
— 275; Roasted Coffee From Atlantic Seaboard, 83 I. C. C. 131, 


Following those cases and upon this record we find that the pro- 
posed rate is not shown to be unduly prejudicial or otherwise un- 
lawful and it should be allowed to become effective. An order vacating 
the order of suspension and discontinuing this proceeding will be en- 


tered. 
COAL TO NEW ENGLAND 


Readjustment of rates on bituminous coal from the Ap- 
palachian fields to New England and middle states’ destinations 
has been ordered in No. 15006, the eastern bituminous coal in- 
vestigation, opinion 13113, 140 I. C. C. 3-46, not later than June 
5. In a report, written by Chairman Campbell, the Commission 
found that tidewater rates from both the northern and southern 
districts were not unreasonable. From the northern districts 
it ordered a reduction of 15 cents a gross ton in all instances 
in which the rate to New England was $3.72 or more. 

That gives reduced rates to about two-thirds of the New 
England destinations and, in some instances, brings the rates 
below the rail-and-water charges. 

A further order requires the carriers to put in joint rates 
on all bituminous and semi-bituminous coal from all fields to 
all destinations in New England, except on the Bangor & Aroos- 
took, and to all destinations on the Pennsylvania and Baltimore 
& Ohio east of Washington, and all points in New Jersey. Joint 
rates were also ordered from the Kanawha district on prepared 
sizes to important points in northern New York east of Roch- 
ester. 

The revision of rates on soft coal from the Appalachian 
fields to New England and the middle Atlantic states is the 
outgrowth of the fuel needs of New England resulting from 
the last anthracite strike. That part of the country had to 
obtain fuel from new fields when the supply from the anthracite 
fields was cut off by the strike of the hard coal miners. The 
Commission instituted this inquiry with a view to helping New 
England. 

Certain phases of the matters in issue in this case were 
considered in former reports, 101 I. C. C. 363, and 104 I. C. C. 
341. In the first mentioned report the Commission required 
the establishment of joint rates on prepared sizes of low volatile 
coal from points in the New River, Pocahontas, Tug River and 
Clinch Valley districts in Virginia and West Virginia to destina- 
tions on the New Haven and the Boston & Maine, and to some 
destinations on the Baltimore & Ohio, Pennsylvania and the 
Long Island. In 104 I. C. C. 341, division 2 required the estab- 
lishment of additional joint rates on prepared sizes of high and 
low volatile coal from districts in the same states and in east- 
ern Kentucky and on semi-anthracite coal from Virginia to all 
destinations in New England and to some in the middle Atlantic 
states. The additional rates expired by limitation on April 30, 
1926. 

The issues disposed of in this report, to a large extent, origi- 
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nated in the request of consumers and mine operators that the 
temporary rates be made permanent. Northern operators op- 
posed that. But they said that, if further hearing in respect 
of that request were deemed advisable, the rates from the north- 
ern fields to the same destinations and the tidewater and trans- 
shipment rates, charges, practices, and regulations governing 
the interstate transportation of soft coal and semi-bituminous 
coal and coke from all mines in Ohio, Pennsylvania, Maryland, 
the Virginias, and eastern Kentucky to all destinations in Vir- 
ginia, District of Columbia, and in the middle Atlantic and New 
England states; and on semi-anthracite from Virginia to the 
same destinations, should be tested as to reasonableness and 
prejudice. 

In that way a counterpart of the lake cargo coal case was 
created as between the northern and southern fields as an 
addition to the question of rates for local delivery at the ports 
of transshipment as well as to destinations in New England 
and the middle Atlantic states. While coke was brought into 
the case in all its phases, there was so little testimony on the sub- 
ject that no consideration was given to the rates on that com- 
modity in this report. 

The report contains findings of value to both northern and 
southern operators. Probably the largest part is the 15-cent 
reduction from the northern fields to about two-thirds of the 
destinations in New England. That may result in some reduc- 
tions in the rail-and-water charges. The northern operators 
and carriers contended that there was no necessity for joint 
all-rail rates from the. southern fields to the middle Atlantic 
and New England state because the northern fields contained 
an abundance of coal and the northern carriers could haul all 
that was needed. 

Rates from both the northern and southern fields are made 
around base groups, the low volatile districts in each field, 
broadly speaking, being the base groups. In the northern fields 
the low volatile districts are Clearfield, served principally by 
the Pennsylvania, and to a lesser extent, the report says, by 
the New York Central; and the Meyersdale and Cumberland- 
Piedmont districts, served principally by the Baltimore & Ohio. 
In the southern fields the low volatile districts are the New 
River, Pocahontas, Tug River, and Clinch Valley Nos. 1 and 2 
districts, served principally by the Chesapeake & Ohio, Nor- 
folk & Western, and the Virginian. The districts west of those 
named, in both the northern and southern fields, are high volatile. 

The report covers the issues involved under the following 
captions: Track delivery rates from the northern fields; tide- 
water rates; and all-rail rates from the southern fields. The 
tidewater rates are the ones that, in their nature, are akin to 
the lake cargo coal rates. Only one little change is made in 
that adjustment, the rate for delivery inside the harbor in 
Baltimore from the Cumberland-Piedmont and Meyersdale dis- 
tricts being cut from $2.59 to $2.46 per gross ton. The findings 
are as follows: 


We find that the track-delivery rates assailed from the northern 
base districts to destinations in trunk-line territory, except as later 
appears, are not unreasonable nor otherwise unlawful, without preju- 
dice to different conclusions which may be reached in proceedings 
concerned only with rates to particular destinations or destination 
groups. We further find that the track-delivery rate of $2.84 from 
the Cumberland-Piedmont and Meyersdale district to Washington, 
D. C., and Baltimore, Md., and from the Clearfield district to 
Frederick, Md., and points intermediate to these destinations on the 
Pennsylvania, Baltimore & Ohio, and Western Maryland, over the 
direct routes of these carriers, respectively, is and for the future will 
be unreasonable to the extent that it exceeds or may exceed $2.71 
per ton of 2,240 pounds. We further find that the joint rates from 
the Clearfield, Cumberland-Piedmont, and Meyersdale districts to 
all destinations in the New England states to which the joint rates 
exceed $3.72 per ton of 2,240 pounds, except Boston, Mass., and 
Portland, Me., and near-by points grouped therewith and taking the 
same water-competitive rates as Boston and Portland, respectively, 
are and for the future will be unreasonable in the amount of 15 cents 
per ton of 2,240 pounds, provided that where rates so reduced would be 
lower than rates to intermediate points on the same line or route 
not herein found to be unreasonable, such rates to the intermediate 
points may be observed as maxima at the more distant points. 


Respondents will be expected to make corresponding reductions 
in the joint rates from the origin districts west of the base groups so 
as to continue the present rate relationships from all of the northern 
fields in Pennsylvania, West Virginia, and Maryland to destinations 
in trunk-line and New England territories. 


The rates to New England destinations do not seem to be properly 
graded and aligned in all instances, but the record herein does not 
cover this matttr sufficiently to warrant us in prescribing a read- 
justment. It is a matter, however, to which the carriers may well 
direct their attention. 

We find that the rate of $2.59 from the Cumberland-Piedmont and 
Meyersdale districts to Baltimore for delivery inside the harbor is, 
and for the future will be, unreasonable to the extent that it exceeds 
or may exceed $2.46 per ton of 2,240 pounds. We further find that 
in all other respects the tidewater rates from the northern fields to 
New York, Philadelphia, and Baltimore, and from the southern fields 
to Hampton Roads, are not unreasonable or otherwise unlawful. 

We find that it is desirable in the public interest to have in effect 
reasonable joint rates (1) on prepared sizes of bituminous coal from 
the Kanawha-Coal River district to the destinations in northern 
New York hereinafter designated, and (2) on run-of-mine and pre- 
pared sizes, including pea and smaller sizes, of bituminous coal from 
all of the southern fields, and on semianthracite coal from mines on 
the Virginian and Norfolk & Western in Virginia, to all destinations 
in New England, except_points on the Bangor & Aroostook, and to 
all destinations in the Middle Atlantic states to which rates from 
the southern fields have been heretofore prescribed by us. 

We further find that the present rates on prepared sizes (lump, 
egg, stove, nut, and pea), of high-volatile bituminous coal, in carloads, 
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from mines on the Chesapeake & Ohio and New York Central (Ohio 
Central lines) in the Kanawha-Coal River district of West Virginia 
to the following destinations in the state of New York, over the 
routes designated in the order subjoined, are, and for the future will 
be, unreasonable to the extent that they exceed, or may exceed, the 
following rates, in amount per ton of 2,240 pounds, to New York cities: 

Geneva $4.93, Auburn $4.93, Syracuse $5.07, Rome_ $5.20, Utica 
$5.20, Watertown $5.46, Schenectady $5.60, Albany $5.60, Westmoreland 
$5.20, Glen Falls $5.87. 

If any of the respondent carriers prefer to make the joint rates 
prescribed in the foregoing table applicable over through routes 
other than and in lieu of the routes designated, they may apply to us 
for modification of the order in that respect. The points in New 
York state shown in the foregoing table to which joint rates are pre- 
scribed will be understood to be representative of destinations in 
northern New York to which there has been an actual, or to which 
there is a prospective, movement of coal from the Kanawha-Coal 
River district. Respondent carriers will be expected to establish 
joint rates to other destinations in northern New York in harmony 
with those prescribed upon reasonable demand therefor by actual or 
prospective shippers of coal from the Kanawha-Coal River district. 

We further find that the existing adjustment of rates on run-of- 
mine and prepared sizes, including pea and smaller sizes, of bitumi- 
nous coal, in carloads, from mines in the southern fields on the Chesa- 
peake & Ohio, Norfolk & Western, Virginian, New York Central 
(Ohio Central.lines), Kanawha Central, Winifrede, Kanawha, Glen 
Jean & Eastern, Sewell Valley, and Greenbrier & Eastern, and on 
semianthracite coal, in carloads, from mines on the Virginian and 
Norfolk & Western in Virginia, to the destinations hereinafter desig- 
nated, considered as a whole, is unjust, unreasonable, and unduly 
prejudicial or unduly preferential in the relation of such rates to each 
other and to the corresponding rates on bituminous coal, in carloads, 
from the northern fields to the same destinations; and that the just 
and reasonable maximum rates or rate bases, in amounts per ton of 
2,240 pounds, over the respective routes designated in the orders 
herein of July 22 and November 28, 1925, as modified or supple- 
mented by subsequent orders, will be as follows: 

(a) From all bituminous-coal mines on the aforementioned car- 
riers in the New River, Pocahontas, Tug River, and Clinch Valley 
Nos. 1 and 2 districts to all destinations on the Boston & Maine, 
rates which shall not exceed 15 cents less than the rates on low-vola- 
tile bituminous coal prescribed in our order herein of July 22, 1925, 
as modified or supplemented by subsequent orders, from the New 
River, Pocahontas, Tug River, and Clinch Valley No. 1 districts to 
the same destinations. hee 

(b) From all mines embraced in paragraph (a) to all destinations 
on the New York, New Haven & Hartford, rates which shall not ex- 
ceed the rates on low-volatile bituminous coal prescribed in our order 
herein of July 22, 1925, as modified or supplemented by subsequent 
orders, from the New River, Pocahontas, Tug River, and Clinch 
Vailey No. 1 districts to the same destinations. =e 

(c) From all mines embraced in paragraph (a) to all destinations 
on the Central New England, Grafton & Upton, Narragansett Pier, 
and Long Island; to all points in the state of New Jersey; and to 
Brooklyn, N. Y., on the Pennsylvania Railroad, rates which shall not 
exceed by more than $1.25 the rates contemporaneously maintained 
by the Pennsylvania Railroad from the Clearfield district to the same 
destinations, provided that where the resulting rate to any point is 
lower than the resulting rate to any intermediate point over the same 
route, the latter rate may be observed as maximum at the more dis- 
tant point. : 

(d) From all mines embraced in paragraph (a) to all destinations 
on the Boston & Albany, Central Vermont, Maine Central, Mont- 
pelier & Wells River, Rutland, and St. Johnsbury & Lake Champlain, 
rates which shall not exceed by more than $2.10 the rates contem- 
poraneously maintained by the Pennsylvania Railroad from _ the 
Clearfield district to the same destinations, provided that where the 
resulting rate to any point is lower than the resulting rate to any 
intermediate point over the same route, the rate to the intermediate 
point may be observed as maximum at the more distant point. 

(e) From all mines embraced in paragraph (a) to destinations on 
the Pennsylvania Railroad, namely, (1) Tuxedo and Edgewood, Md., 
and points between said destinations, $3.60; (2) Perryman and Iron 
Hill, Md., and points between said destinations, $3.85; and (3) 
Newark Center, Del., and Morrisville, Pa., and points between said 
destinations, $4.09. 

(f) From all mines embraced in paragraph (a) to points on the 
Baltimore & Ohio Railroad, namely, (1) Alexandria Junction and 
Van Bibber, Md., and points between said destinations, $3.60; (2) 
Sewell and Barksdale, Md., and points between said destinations, 
$3.85; and (3) Newark, Del., and Philadelphia, Pa., and points be- 
tween said destinations, $4.09. 

(g) From all mines in the Kanawha, Coal River, Logan, Kenova, 
and Thacker districts to all destinations described in the preceding 
paragraphs (a) to (f), inclusive, rates which shall not exceed the rates 
contemporaneously maintained from the New River, Pocahontas, and 
Tug River districts to the same destinations by more than 30 cents. 

(h) From all mines in the Big Sandy and eastern Kentucky dis- 
tricts on the Chesapeake & Ohio Railroad to all destinations described 
in the preceding paragraphs (a) to (f), inclusive, rates which shall not 
exceed the rates contemporaneously maintained from the New River, 
Pocahontas, and Tug River districts to the same destinations by more 
than 45 cents. 

(i) From mines in Virginia producing semianthracite coal served 
by the Virginian and Norfolk & Western to all destinations described 
in the preceding paragraphs (a) to (f), inclusive, rates which shall not 
exceed the rates contemporaneously maintained on bituminous coal, 
in carloads, from the New River, Pocahontas, and Tug River districts 
to the same destinations. ; 

Joint rates on the foregoing bases shall apply in connection with 
a minimum weight of marked capacity of the car, except that when 
the car is loaded to its full visible (cubic) capacity, actual weight at 
point of origin shall govern. 


Commissioner Woodlock concurred in the report except as 
to the propriety of some of the reductions because, he said, the 
prescription of a $2.71 rate from the Cumberland-Piedmont and 
Meyersdale districts to Washington, Baltimore and intermediate 
points, and from the Clearfield district to Frederick, Md., and 
intermediate points, probably would result in a general disrup- 
tion of the eastbound rate structure and a general reduction of 
rates to destinations in Trunk Line territory. The facts set 
forth in the report did not, in his opinion, he said, justify con- 
clusions which might have such a far reaching result. 

The report contains some discussion of tonnage and revenue. 
The northern carriers urged that even a 10-cent reduction in 
the rates based on the tonnage of 1925 would result in a loss 
of $5,700,992, the total eastbound movement in that year having 
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been 57,000,000 tons. The Commission said that if such a re- 
duction were made only on the all-rail movement to New Eng- 
land, 8,000,000 tons, the loss would be $800,000 if there were 
no increase in the tonnage from the northern fields. The north- 
ern operators, however, contended that a reduction would in- 
crease the volume. The latter sought, the report said, a restora- 
tion of the pre-war relationship, to New England, between the 
northern all-rail rates and the transshipment or tidewater rates 
to Hampton Roads ports. The Commission said that such a 
restoration would require reductions in the northern all-rail 
rates ranging up to 60 cents per ton. The northern lines con- 
tended their rates of return did not warrant any reductions. 

According to the report, New England’s consumption of soft 
coal runs about 20,000,000 tons a year. Of that total 64 per 
cent moves rail-and-water. Of the rail-and-water coal, the report 
said, 83 per cent, in 1925, came from the southern fields, that 
coal moving through Hampton Roads ports. 


DEHYDRATED APPLE PULP RATE 


The Commission, by division 4, has dismissed No. 19713, 
C. W. Zaring & Co. vs. Pennsylvania et al., mimeographed, find- 
ing not unreasonable or otherwise unlawful the rate on de- 
hydrated apple pulp, in sacks, carload, from Winchester, Va., 
to Jacksonville, Fla. 


RATES ON HIDES, PELTS, ETC. 


The Commission, by division 4, has dismissed No. 19495, 
Western Carolina Shippers’ Association vs. Aberdeen & Rock- 
fish et al., mimeographed, finding not unreasonable or unduly 
prejudicial rates on hides, pelts, skins, animal grease, tallow 
and scrap metals, in less than carloads, from points in South 
Carolina to Asheville, N. C. The Commission was asked to 
prescribe rates not exceeding those established by the distance 
scale in Southern Class Rate Investigation, 100 I. C. C. 513, 
109 I. C. C. 300, 113 I. C. C. 200, and 128 I. C. C. 567, and 
award reparation. The Commission said as rates in conformity 
with its findings in that case became effective January 15, 1928, 
the only issue left was that of reparation. That was denied on 
the principle that the rates affected were changed in a general 
readjustment providing both increases and reductions, in which 
circumstances the Commission said it would not be just to 
award reparation on the reductions because the carriers would 
have no opportunity to collect by reason of the increases on 
shipments in the past. 


PENINSULAR STONE RATES 


The Commission, by division 3, in I. and S. No. 2937, pro- 
portional rates on stone and marble between Jacksonville, Fla., 
and points in Florida, mimeographed, has found not justified 
the proposed increase and reduced proportional rates on stone, 
marble, granite and artificial stone, carloads, from Jacksonville, 
Fla., to destinations in the peninsula of that state, for applica- 
tion on traffic originating in other states. It has ordered the 
cancellation of the suspended tariff and discontinued the pro- 
ceeding. 

_ Terra cotta interests having plants in New York, New Jer- 
sey and Georgia, and whose rates were not proposed to be 
changed, opposed the proposed reduced rates on dressed and 
artificial stone. They contended that the lowered rates should 
not be permitted unless the rates on terra cotta were put on 
the same basis. The Commission said thé terra cotta interests 
did not file a protest but appeared at the hearing and there 
raised the question of relationship. It said the record was in- 
complete and did not afford satisfactory basis for determining 
what if any relationship should exist in the rates on the com- 
modities mentioned. The Commission said the terra cotta in- 
terests had assailed the present rates on their products and 
Were asking the desired parity in No. 19859, Atlantic Terra 
Cotta Company et al. vs. Atlanta & West Point et al., now 
pending. 


GAS OIL RATE 


In No. 19213, Skelly Oil Company vs. Santa Fe et al., mime- 
ographed, the Commission, by division 4, found unreasonable a 
rate of 37 cents on two-tank carloads of gas oil from Eldorado, 
Kan., to Algona and Decorah, Iowa, to the extent it exceeded 
33.5 cents, the subsequently established rate, and awarded rep- 
aration to that basis. 


CLEANING COMPOUND RATING 
The Commission, by division 4, has dismissed No. 19209, 
Climax Cleaner Manufacturing Co. vs. Baltimore & Ohio et al. 
(mimeographed), finding not unreasonable or otherwise unlawful 
the third class rating on wall-cleaning compounds, in less than 
carloads, from Cleveland, O., to points in Official and Western 
classification territories. 


CHARGES ON LUMBER 


An order of dismissal has been made in No. 18987, William 
Danzer & Co. vs. Southern et al. (mimeographed), the Commis- 
Slon, by division 4, finding not unreasonable or inapplicable the 
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rate and switching charge on a carload of lumber shipped from 
St. George, S. C., to Salem, Mass., in August, 1924. The Com- 
mission found the demurrage charges inapplicable and directed 
the refunding of overcharges. 


EGG RATE CASE DISMISSED 


The Commission, by division 4, has dismissed No. 19268, 
Tennessee Egg Co. vs. Southern et al. (mimeographed), finding 
the rate on eggs, carloads, from Algood, Tenn., to Columbus, 
Ga., not unreasonable. 


RE-ICING CHARGE 


The Commission, by division 4, has dismissed No. 19321, 
V. K. Stein vs. Rock Island (mimeographed), finding applicable 
the charge collected for re-icing, at Los Angeles, Calif., a carload 
of potatoes shipped from Shafter, Calif., to Minneapolis, Minn. 


TELESCOPED BARREL RATING 


The Commission, by division 2, in No. 16832, J. D. Hollings- 
head Co. vs. Ann Arbor et al., mimeographed, on further hearing, 
has modified its former report, 115 I. C. C. 95, in respect of the 
rating on telescoped barrels, in Official Classification territory. 
The Commission now finds that a reasonable rating to apply on 
such barrels for the future will be fifth class, minimum 20,000 
pounds, for cars of 36 feet 6 inches in length, subject to Rule 34 
of the Official Classification for cars of greater length. The 
original report has been modified to conform with the present 
finding. The Commission said the defendants would be expected 
to comply promptly with the modified findings. 


INSULATOR PIN RATE 


A finding of unreasonableness, an award of reparation and 
a new rate have been made in No. 19259, Joslyn Manufacturing 
& Supply Co. vs. Baltimore & Ohio et al., mimeographed, as to 
the rate on wooden insulator pins and brackets, carloads, from 
North Vernon, Ind., to Chicago, Ill. The Commission, by division 
4, has found the rate unreasonable to the extent it exceeded or 
may exceed 18.5 cents, the rate contemporaneously applicable 
on lumber from and to the same points. The new rate is to be 
established not later than May 21. Reparation is to be made 
by the waiving of undercharges. . 


AUTOMOBILE RATES 
The Commission, by division 3, has dismissed No. 19484, C. 
R. Gleason Co. of Bottineau, N. D., et al. vs. Ann Arbor et al., 
mimeographed, on a finding that the rates on automobiles from 
points in Wisconsin, Missouri, Illinois, Minnesota, Michigan and 
Indiana to Bottineau and Minot, N. D., are not unreasonable. 


SCRAP IRON NOT MISROUTED 


The complaint in No. 19526, Louis Cohen & Son vs. Erie, 
mimeographed, has been dismissed, the Commission, by division 
4, finding that shipments of scrap iron from Paterson, N. J., to 
Buttonwood, Pa., were not misrouted or overcharged. 


RATES ON AUTO BUMPERS 


Finding assailed rates on automobile bumpers, in less-than- 
carloads, from East York, Pa., to New York and Buffalo, N. Y., 
Washington, D. C., and Newark, N. J., applicable, the Commis- 
sion, by division 4, in No. 19340, American Chain Co., Inc., et al. 
vs. Pennsylvania et al. mimeographed, has dismissed the 
complaint. 


REPARATION ON CEMENT 


An order of reparation has been entered by the Commis- 
sion in No. 19875, Lehigh Portland Cement Company vs. Graham 
County Railroad et al., mimeographed, division 4, finding that 
a combination rate of 32 cents charged on one carload of ce- 
ment from North Birmingham, Ala., to Robbinsville, N. C., was 
inapplicable, and that 29.5 cents was the applicable rate. Com- 
plainant claimed a combination reduced in accordance with the 
provisions of the Jones combination rule or 29.5 cents. Com- 
missioner Woodlock said he concurred solely because the re- 
port was consistent in principle with many decisions rendered 
subsequent to the Sligo Iron Store case, 62 I. C. C. 643, 73 I. C. 
C. 561. 





RATE ON COILED ELM HOOPS 

The complaint in No. 19372, Liberty Cooperage & Lumber 
Company vs. Missouri Pacific et al., mimeographed, has been 
dismissed, the Commission, by division 4, finding not unreason- 
able an applicable commodity rate of 96 cents, minimum 60,000 
pounds, on coiled elm hoops, carloads, from West Helena, Ark., 
to San Francisco, Calif. The Commission said the finding was 
without prejudice to its further consideration of a proper min- 
imum on this traffic. 


SAND AND GRAVEL RATES 


The Commission, by division 4, in No. 19381, Green & Stowe 
vs. Norfolk & Western (mimeographed), has found inapplicable 
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and unreasonable the rate on sand, from Sargents, O., to Welch, 
W. Va., and awarded reparation. A rate on gravel from Sargents 
to Welch was found unreasonable and reparation was awarded. 
The Commission found that the rate applicable on sand was 
$1.77 per ton, but that it was unreasonable to the extent it 
exceeded $1.76, the subsequently established rate. The rate on 
gravel was found unreasonable to the extent it exceeded $1.76. 
No order for the future was necessary. 


WROUGHT PIPE RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19436, South Chester Tube Co. vs. Central 
of New Jersey et al. (mimeographed), as to rates on wrought 
iron or steel pipe, carloads, from Chester, Pa., to Texon, Tex., 
between September 24, 1924, and August 1, 1926. The Commis- 
sion, by division 4, said the rates were unreasonable to the 
extent they exceeded 82.5 cents, plus $10 per car, the subse- 
quently established rate. 


LUMBER REPARATION 

The Commission, by division 4, in No. 19657, Learned Lum- 
ber Co. vs. Northern Pacific et al., mimeographed, has found 
inapplicable, the rate charged on a carload of lumber, shipped in 
May, 1925, from Missoula, Mont., to Minneapolis, Minn. It has 
found that a rate of 61 cents was applicable but that that rate 
was unreasonable to the extent it exceeded 57 cents. No order 
for the future was necessary, the report said, because the 57- 
cent rate found reasonable was applicable over the Milwaukee 
road. The shipment was moved through St. Louis Park, Minn., 
a 57-cent rate point, to Minneapolis, to which a combination of 
61 cents was applicable. The fourth section disregard has been 
removed by tariff restrictions. 


DEMURRAGE CHARGES UNLAWFUL 

The Commission, by division 4, in No. 18511, Southern Roads 
Co. vs. Galveston, Harrisburg & San Antonio et al., mimeo- 
graphed, has found unlawful the demurrage charges collected 
on shipments of crushed rock and fuel oil at New Orleans, in 
September and October, 1924, and awarded reparation. The 
charges were collected by Morgan’s Louisiana & Texas Railroad 
and Steamship Co. The shipments were marked for Illinois 
Central delivery but they were held, short of delivery, for the 
payment of freight charges, although there was provision for 
switching absorption, under which condition, according to Farrin 
Lumber Co. vs. Director-General, 68 I. C. C. 127, it was the duty 
of the Morgan line to tender the freight to the Illinois Central. 
That was not done. The Commission said it was the duty of 
the Morgan line to complete its contract under the bill of lading 
by such tender but that that it did not do. 


LUMBER DECISION CHANGED 


In a report on further hearing in No. 17900, Kentucky Lum- 
ber Co. vs. Louisville & Nashville et al. (mimeographed), the 
Commission, by division 4, has modified the finding in the former 
report, 122 I. C. C. 119. The former finding was that the rates 
charged on lumber, from Sulligent, Ala., to Wallins, Evarts, 
Baxter, Harlan and Livingston, Ky., were applicable. The new 
finding is that the 34-cent rate charged to Livingston was in- 
applicable and that the applicable rate was 30.5 cents. The 
Commission said the defendants should promptly refund the over- 
charge, and dismissed the complaint. 


LUMBER OVERCHARGES 


With a direction to the carriers to refund overcharges, the 
Commission, by division 4, has dismissed No. 18343, Cross-Bodine 
Lumber Co. vs. Baltimore & Ohio et al. (mimeographed), finding 
that shipments of lumber, from Seattle, Wash., to Faraday, Va., 
made in 1924 and 1925, were overcharged. The Commission 
found that the applicable rate was 95.5 cents on each shipment 
and that the applicable rate was not unreasonable. The report 


covers a sub-number, Louisiana Red Cypress Co. of New Orleans 
vs. Same. 


ICE REMOVAL CHARGE 

The Commission, by division 4, has dismissed No. 19719, 
Gage Baldwin Co. vs. Northern Pacific (mimeographed), finding 
applicable the charge collected for removing ice, at Kansas City, 
Mo., from bunkers of a car containing a shipment of vegetables 
originating at Los Angeles, Calif., and destined to Duluth, Minn. 
The car moved under instructions not to reice in transit, but 
to “pull ice at Kansas City.” The complainant contended that 


the $7.50 per car charge for removing the ice was applicable - 


only in cases of cars moving under full or standard refrigeration. 
The Commission said the application of the tariff provision was 
not limited, either expressly or by implication, to shipments 
moving under full or standard refrigeration. 


GRAIN-CLEANING MACHINES 


An order of dismissal has been entered by the Commission 
in No. 19477, Twin City Separator Co. vs. Minneapolis, St. Paul 
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& Sault Ste. Marie (mimeographed), on a finding by division 4 
that the rate charged on one carload of grain-cleaning machines 
from Minneapolis, Minn., to Ruso, N. D., was applicable. Charges 
were collected at the third class rate of $1.175, minimum 19,440 
pounds, for a 50-foot car, subject to rule 34. Complainant sought 
the class A rate of 70 cents, minimum 20,000 pounds, applicable 
on agricultural implements. The Commission said the com- 
modity considered was specifically rated third class under the 
Western Classification. 


RATE ON PICKLES 


The Commission, by division 4, in No. 19441, Pepin Pickling 
Co. vs. Chicago, St. Paul, Minneapolis & Omaha et al. (mimeo- 
graphed), has found that the fifth class rate of 27.5 cents, col- 
lected on a carload of pickles from Beldenville, Wis., to Winona, 
Minn., was applicable -and not unreasonable, and has dismissed 
the complaint. 


AUTOMATIC TRAIN CONTROL 


In No. 13413, in the matter of automatic train control de. 
vices, Sub. No. 18-2 (mimeographed), the Commission, by divi- 
sion 6, has found the installation of the automatic train control 
system of the Union Switch & Signal Company, on part of the 
Illinois division of the Santa Fe, to meet the requirements ot 
its specifications and order, and has approved it. Requirements 
are prescribed with which the carrier is expected promptly to 
comply. Cost of installation was given as $677,604.86. 


AUTOMATIC CONTROL DEVICES 


The Commission, in No. 13413, the automatic train control 
case, has authorized the Big Four to operate E. I. & T. H. 
gas motor cars and E. I. & T. H. freight locomotives without 
equipping them with train-stop device between designated points 
in Indiana and Illinois. 


DOME LADING RULE 

The Commission, by division 2, has dismissed No. 15748, 
Western Petroleum Refiners’ Association vs. St. Louis-San Fran- 
cisco et al., mimeographed, finding not unreasonable the rule 
of the Consolidated Classification requiring the payment of 
freight charges on the computed weight of fuel oil, gas oil, 
lubricating oil, and wax distillate loaded into the domes of tank 
cars, in addition to charges based on the computed weight of 
the shell capacity of the car. The dismissal also covers No. 
18213, National Petroleum Association vs. Aberdeen & Rockfish 
et al. 

Various oil companies intervened in support of the present 
rule. Some intervened but offered no testimony. 

Complainants said that it was practically impossible to 
load the heavy products at atmospheric temperatures and that 
when the heavy products were heated for loading purposes the 
expansion of volume was such as to force some of the volume, 
without any increase in weight, into the domes. Some of the 
space in the domes, the complainants said, was used so as to 
make certain that when the products cooled the lading would 
be equal to the shell capacity of the tank cars, upon which 
rates are calculated upon estimated weights. 

This rule, the Commission said, was attacked in Western 
Petroleum Refiners’ Association vs. St. Louis-San Francisco, 83 
I. C. C. 702, when the complainant sought the establishment 
of a rule for computing weight of all petroleum products upon 
the basis of gallonage at a temperature of 60 degrees F. The 
Commission said in that case that the variations in temperature 
were taken into consideration when the estimated weights per 
gallon were determined and that the rule was not unreasonable. 


LUBRICATING OIL RATES 

The Commission, by division 3, in No. 15777, Derby Oil Co 
et al. vs. Santa Fe et al. (mimeographed), has found unreason- 
able for the future but not the past, the rates on lubricating 
oils, carloads, from the Houston, Tex., group, and from Laredo, 
Tex., to Wichita, Kan., to the extent they may exceed 34 cents 
from the Houston group and 39 cents from Laredo. New rates 
are to be established not later than May 21. The rates were 
alleged to violate the first three sections of the interstate com- 
merce act, and, in some instances, the aggregate of interme- 
diates part of the fourth section. The Commission said no 
evidence was submitted on section 2 and that, inasmuch as the 
complainant had proved no financial loss by reason the rate 
relationship assailed, no finding under section 3 was necessary. 





CHARCOAL REPARATION 

A finding of unreasonableness and an award of reparation 
have been made in No. 19741, Southern Wood Products Co. Vs. 
Louisville & Nashville et al. (mimeographed), as to the rate on 
charcoal, applicable over an interstate route from Lakewood 
to Gaskins Siding, Fla. The Commission, by division 4, found 
the rate unreasonable to the extent it exceeded $4.40 per net 
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ton and awarded reparation to that basis. The present rate, 
established in January, 1927, is $3.80 per ton. 


LEATHER GLOVE RATE CASE 


The Commission, by division 4, has dismissed No. 19722, 
Gordon & Ferguson vs. Rock Island (mimeographed), finding ap- 
plicable the rate charged on less-than-carload shipments of 
leather gloves, from Napa, Calif., to St. Paul, Minn. A first class 
rate of $4.95 was charged. Complainant contended that it wds 
entitled to ship under a commodity rate of $3.75 under the item 
“clothing, including knit clothing, cotton or woolen.” The con- 
tention was the word clothing was unmodified by any of the 
language following it and therefore covered all kinds of clothing, 
including leather gloves. In disposing of the case the Com- 
mission said that it had frequently found that although doubt 
as to the meaning of a tariff had to be resolved in favor of the 
shipper, the doubt had to be a reasonable one. It said that 
looking at the tariff from a practical and ordinary point of view, 
it was reasonable to construe the words “cotton or woolen” 
as applying to the entire item, and limiting it to articles made 
from those fabrics. 


CANNED TOMATO RATE 


An order of dismissal has been made in No. 19862, Griesel 
Brothers, Inc., vs. Chicago Great Western et al. (mimeographed), 
the Commission, by division 4, finding applicable and not un- 


reasonable, the rate charged on canned tomatoes, carloads, from . 


Marshfield, Mo., to Winona, Minn., in March, 1926. It further 
found that St. Paul, Minn., and not Dubuque, Ia., was the next 
more distant point beyond Winona within the meaning of the 
tariff item providing that the rate to any destination not shown 
would be that to the next more distant point that was shown. 





COTTON PIECE GOODS RATES 

The Commission, by division 4, in No. 18882, Knorr-Schlaudt 
Wholesale Co. vs. Baltimore & Ohio et al., mimeographed, has 
found not unreasonable or unduly prejudicial the rates on cotton 
piece goods, any quantity, from Rock Hill, S. C., to Hutchinson, 
Kan., prior to April 7, 1924, but unreasonable and unduly preju- 
dicial on and after that date to the extent they exceeded $1.88, 
the rate contemporaneously in effect to Wichita, Kan. Repara- 
tion was awarded. No order for the future was necessary be- 
cause the $1.88 rate became effective to Hutchinson on August 
14, 1926. 


WOODEN HANDLE RATES 


The Commission, by division 4, in No. 19267, Worcester 
Lawn Mower Co. vs. Ann Arbor et al., mimeographed, has found 
inapplicable the rate charged on wooden handles and rollers for 
lawn mowers, in mixed carloads, from Marquette, Mich., to Wor- 
cester, Mass., on shipments made after February 7, 1925. The 
Commission found the applicable rate was 75 cents, minimum 
36,000 pounds, on shipments that moved via Mackinaw City, 
Mich., and that the applicable rate on the other shipments was 
82.5 cents, on the same minimum. The Commission found the 
applicable rates were and for the future would be unreasonable 
to the extent they exceeded or might exceed 65.5 cents and 
awarded reparation to that basis. The new rate is to be estab- 
lished not later than May 21. 


LUMBER RATE PRESCRIBED 
The Commission, by division 4, in No. 19021, J. M. Card 
Lumber Co. vs. N. C. & St. L., mimeographed, has found unrea- 
sonable the rate on lumber from New Market, Ala., to Chatta- 
nooga, Tenn., to the extent it exceeded or may exceed 11.5 cents, 
awarded reparation and ordered the new rate to be established 
not later than May 21. 


CEMENT RATE 

A finding of inapplicability and an award of reparation have 
been made in No. 19144, Lehigh Portland Cement Co. vs. Louis- 
ville & Nashville et al., No. 19265, Same vs. Alabama Great 
Southern et al., and No. 19752, Same vs. Same, mimeographed, 
as to the rate charged on cement from Boyles and North Bir- 
mingham, Ala., to New Iberia, Morgan City, and Thibodaux, 
La. The Commission, by division 4, has found that the applic- 
able rate was 31 cents. That finding was made in accordance 
with the principle laid down in Sligo Iron Store Co. vs. W. M., 
€2 I. C. C. 648, and 73 I. C. C. 551. 


PAPER SHOPPING BAG RATE 

The Commission, by division 4, in No. 19171, Advance Bag 
& Paper Co., Inc., vs. Big Four et al., mimeographed, has found 
unreasonable the rate of 71 cents, minimum 24,000 pounds, on 
a mixed carload of shopping bags and paper bags from Middle- 
town, Ohio, to New Orleans, La. The Commission found the 
rate on the shopping bags unreasonable to the extent it ex- 
ceeded 47.5 cents, the rate contemporaneously in effect on paper 
bags, and awarded reparation to that basis. This decision was 
in accordance with the decision in Fox Paper Co. vs. Santa Fe, 
122 I. C. C. 399, and other cases in which the Commission pre- 
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scribed the same rates for application on both paper bags and 
shopping bags. 


GROUND LIMESTONE REPARATION 


The Commission, by division 4, in No. 19651, Trenton (N. J.) 
Chamber of Commerce vs. Atlantic Coast Line et al., mimeo- 
graphed, has found unreasonable but not otherwise unlawful, 
the rate on ground limestone, from Sparta, Tenn., to Paulsboro, 
N. J., to the extent it exceeded, on shipments since May 6, 
1925, $7.48 per net ton. The Commission authorized the making 
of reparation by the waiving of the collection of undercharges. 
The shipper, in each instance, asked for a car of 60,000 pounds 
capacity. Larger cars were furnished and charges were col- 
lected on a rate of $7.22 per net ton at actual weight. At the 
time of movement there was a rate of $7.22 on a minimum of 
67,000 or marked capacity if the car furnished was of lesser 
capacity. The Commission held that there were undercharges 
on cars of 67,000 pounds capacity in which 60,000 pounds were 
loaded. In 1926 a rate of $7.48 was established per gross ton, 
minimum 30 net tons. That rate was used by the Commission 
in disposing of this case. 


COCOANUT STEARINE RATE 


The Commission, by division 4, in No. 19572, Best Foods, 
Inc., vs. Central of New Jersey et al., mimeographed, has found 
inapplicable the rate charged on one carload of cocoanut stear- 
ine, shipped from Bayonne, N. J., to San Francisco, Calif., in 
October, 1923. The Commission found that the applicable rate 
was a combination of 47.5 cents on 30,000 pounds minimum, 
from Bayonne to Cuba, N. Y., and $1.875, minimum 40,000 
pounds, beyond. It awarded reparation to that basis. The com- 
plaint was brought because the carrier sued for undercharges. 
No order for the future, the report said, was necessary because 
the rate of $2.03, claimed by the shipper, was made applicable 
after the shipment moved. 


LAKE CHARLES SWITCHING 

The Commission, by division 3, in I. and S. No. 3013, switch- 
ing between Lake Charles and West Lake, La., mimeographed, 
has found not justified, the proposed cancellation of the present 
interstate reciprocal switching charge, $8.55 per car, applicable 
on all carload freight between industries at West Lake, La., 
and points of interchange with connecting lines at Lake Charles, 
La., ordered the suspended schedules cancelled and discontinued 
the proceeding. The Texas & New Orleans, a subsidiary of the 
Southern Pacific, proposed the cancellation. The Missouri Pa- 
cific, which absorbs the charge, protested, as well as industries 
in West Lake. The Southern Pacific claimed that it was en- 
titled to its local rates or a division negotiated between the 
carriers, for the haul from one point to the other, the two muni- 
cipalities being on opposite sides of the Calcasieu River. 


FLOOR CEMENT COMPOUND RATES 


In a report on No. 19181, Belt Line Brick Co. vs. Baltimore 
& Ohio et al., mimeographed, the Commission, by division 4, 
has found unreasonable the rates on floor cement compound, 
carloads, from Rockford, Ill., to Washington, D. C., and Phila- 
delphia, Pa., to the extent they exceeded the contemporaneous 
aggregate of intermediates and awarded reparation. It found 
the rate on like traffic to Toledo, O., not unreasonable. 


CANNED GOODS RATE 

The Commission, by division 4, in No. 18817, Lewis-Chitty- 
Consolidated vs. Southern et al., mimeographed, has found un- 
reasonable the rate charged on three carloads of canned goods 
shipped from Catherine, Ala., to Jacksonville, Fla., to the extent 
it exceeded 61 cents and awarded reparation to that basis. A 
rate of 85 cents was charged. The Commission found that 
there was a rate of 61 cents applicable over the route of move- 
ment at the time it was made, from Mobile to Jacksonville, and 
that the rate charged was in violation of the fourth section, 
which has since been cured. 


COMBINATION ON BRICK 

The Commission, by division 3, in I. and S. No. 2989, com- 
bination rule on brick and related articles in Western Trunk 
Line territory, and I. and S. No. 3025, also pertaining to the 
combination rule on brick, mimeographed, has found not justi- 
fied the proposed restriction of the combination rule in connec- 
tion with rates on brick and related articles when used as 
factors of through combinations in the northwest, including 
Minnesota and North Dakota. It has ordered the cancellation 
of the schedules and discontinued the proceeding. 


CEMENT RATE AND MINIMUM 
The Commission, by division 3, in I. and S. No. 2988, cement, 
carloads, from Linwood, Ia., to points in Illinois, mimeographed, 
has found not justified the proposed reduced rate and increased 
minimum on cement, from Linwood to Chicago and intermediate 
Illinois points, ordered the suspended schedules cancelled and 
discontinued the case. The change in rate and minimum weight 
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were proposed by the Rock Island and the Milwaukee. At the 
hearing the Burlington, the report said, joined the protest of 
Central Freight Association lines. The Commission character- 
ized the Dewey Portland Cement Co. as the proponent of the 
change. It also said it would be difficult to conceive of a 
proposal more likely to precipitate changes in a general and 
established rate structure, established, in this instance, by its 
decision in Atlas Portland Cement Co. vs. C. B. & Q., 81 I. C. C.1. 
In that case it prescribed a minimum of 50,000 pounds. In the 
schedules under suspension the proposal was to establish a 
minimum of 80,000 pounds and a 10.5 cent rate over direct 
routes, from Linwood to Chicago. 


MARBLE RATE QUESTION 


A finding of inapplicability and an award of reparation have 
been made in No. 18681, Weifenbach Marble & Tile Co. vs. 
Northern Pacific et al. (mimeographed), as to the rate charged 
on a mixed carload of polished and sand-rubbed marble, from 
Tacoma, Wash., to Los Angeles, Calif., shipped in 1923. The 
Commission, by division 4, found that the applicable rate was 
a combination class B rate of $1.09. 





COTTON CASE DISMISSED 


The Commissfon, by division 4, has dismissed No. 19554, 
M. Hohenberg & Co. et al. vs. Atlanta & West Point et al. 
(mimeographed), finding the charges based on joint-line inter- 
state rates under distance scales, on cotton, in bales, moving 
over the Western Railroad of Alabama and the Atlanta & West 
Point, in Alabama and Georgia, since December 11, 1924, not 
unreasonable. The complainants contended that the two rail- 
roads were under a common management and control and that 
therefore the single-line distance scale rates should have been 
applied. The Commission said that the complainants based 
their case solely upon the fact that in other cases it had pro- 
vided that single-line scales should apply where joint hauls 
were performed by carriers under common management and 
control, and the further fact that it had found that the railroads 
mentioned were such carriers. The Commission, however, said 
that that did not prove that the rates based on a joint-line scale, 
as in this case, were in excess of maximum reasonable rates. 
Such a conclusion, it said, could only be reached after the 
consideration of more evidence with respect to the levels of 
the scales in question than this record afforded. It found that 
the rates attacked had not been shown to have been or to be 
unreasonable. 


GRAIN TRANSIT CASE 


The Commission, by division 3, in I. and S. No. 3034, transit 
arrangements at points on the Missouri-Kansas-Texas of Texas 
(mimeographed), has found not justified schedules proposing 
the cancellation of transit arrangements at points on the Katy 
of Texas on grain and products, originating on or moving over 
the Rock Island and the Rock Island & Gulf destined to Arizona, 
Nevada, New Mexico, Utah and California, directed the cancella- 
tion of the schedules and discontinued the proceeding. 

The suspended schedules, the report said, were filed after 
the respondent had been unsuccessful in its negotiations with 
the Rock Island for concurrence in protecting the joint rate 
from the point of origin to final destination. The Rock Island 
insisted, said the report, on its division of the rate from point 
of origin to the transit station, and refused to adjust on the 
basis of the joint rate to final destination. 

As usual in such cases of disagreement as to divisions, the 
Commission said that disagreement as to divisions did not 
justify increased rates, the carriers being privileged to bring 
such disputes to the Commission. 





GAS AND PETROLEUM TAR RATE 


The Commission, by division 4, in No. 19542, Barrett Co. vs. 
Baltimore & Ohio et al. (mimeographed), has found unreason- 
able the sixth class rate of 13 cents on water gas tar and pe- 
troleum tar, carloads, from Georgetown, D. C., to Gwynns Run, 
Md., to the extent it exceeded, exceeeds or may exceed 11 cents 
and awarded reparation to that basis. The new rate is to be 
established not later than May 25. 


SLATE BLACKBOARD RATES 


An order of dismissal has been entered in No. 18976, North- 
western School Supply Co. vs. D. L. & W. et al. (mimeographed, 
the Commission, by division 4, finding applicable and not un- 
lawful, the rates charged on slate blackboards, carloads, from 
Pen Argyle, Pa., to Minnesota Transfer, Minn., and L. C. L. from 
that point to Ames, Ia., and from Pen Argyle to Jamestown, 
N. D. The report also covers No. 19652, Reed Marble & Tile 
Co. vs. Northern Pacific et al. 


GEORGIA PEACH RATES 


The Commission, in No. 16462, Georgia Peach Growers’ Ex- 
change et al. vs. Alabama Great Southern et al., and the cases 
joined with it, upon further consideration of the proceedings, 
has indefinitely postponed the effective dates of the orders en- 
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tered on February 14, in so far as the orders relate to the rates 
from points in Georgia. It has reopened the case for reargu- 
ment at a date hereafter to be fixed. 

The Georgia Peach Growers’ Exchange asked for reargu- 
ment and the Georgia Fruit Exchange asked for rehearing and 
reargument. 

Rates from the other territory involved, particularly South 
Carolina, from which it was admitted reductions had been or- 
dered, under the terms of the order, must be made effective 
not later than April 20. The postponement and reargument on 
the Georgia phase of the matter are due to the allegation of 
the Georgians that an increase in the minimum weight would 
more than over-balance the reduction in rates so that the net 
effect of the fight they made for relief by way of lower charges 
on their traffic would be an increase of those charges. 


IRON AND STEEL RATES 


The Commission, by division 1, in No. 18645, Parkersburg 
Rig & Reel Company vs. Baltimore & Ohio, mimeographed, has 
found inapplicable the rates charged on iron and steel articles, 
from Bridgeport and New Philadelphia, O., fabricated in transit 
at Parkersburg, W. Va., and forwarded to New York for export, 
and awarded reparation. The Commission found that the ap- 
plicable rate on the shipments described was 30 cents plus the 
transit charge of 3 cents per 100 pounds. 


GASOLINE RATE INAPPLICABLE 


The Commission, by division 1, in No. 17108, James B. 
Berry Sons’ Company, Inc., vs. Baltimore & Ohio et al., mimeo- 
graphed, has found inapplicable the rate charged on 13 tank- 
car loads of gasoline shipped from West Alexander, Pa., to 
Bradford, Pa., over an interstate route in May, 1922. The com- 
plaint alleged that the rate was inapplicable and reparation 
only was sought. The question presented, the report said, was 
one of tariff interpretation. Charges were collected at the fifth 
class rate of 31 cents. The complainant contended that a com- 
modity rate of 23 cents contemporaneously in effect on petro- 
leum products from West Alexander to Rochester, N. Y., was 
applicable. The Commission found that the 23-cent rate was 
applicable and awarded reparation to that basis. 


LIQUEFIED CHLORINE GAS 


The Commission, by division 4, in No. 19563, Tidal Refining 
Co. vs. Santa Fe et al. (mimeographed), has found unreasonable 
the rate on liquefied chlorine gas, carloads, from Niagara Falls, 
N. Y., to Drumright, Okla., to the extent that it exceeded $1.195 
and awarded reparation. The shipments in question were made 
in 1925 and later dates. Reparation only was sought. 


POWER PUMP RATES 


An order of dismissal has been made in No. 19621, Mabie- 
Lowrey Hardware Co. vs. Santa Fe (mimeographed), the Com- 
mission, by division 4, finding not unreasonable the rates on 
power pumps, pump heads, and parts, in less than carloads, from 
Los Angeles, Calif., to Roswell, N. M. 


COAL COMBINATION RATE 


The Commission, by division 3, has dismissed No. 18924, 
New River Coal Operators’ Association vs. Chesapeake & Ohio 
et al. (mimeographed), finding not unreasonable or unduly 
prejudicial the combination rates on bituminous coal from Group 
1 mines on the Chesapeake & Ohio in the New River district 
of West Virginia, to Chicago, Ill., applicable in connection with 
the Chicago, Milwaukee & St. Paul as delivering carrier. 

Commissioner Brainerd, concurring, said he agreed that the 
complaint should be dismissed; however, he said there was in 
the report a necessary implication that if the route to Chicago 
via Terre Haute or West Dana, Ind., in connection with the 
Milwaukee had been shown to have been desirable in the public 
interest, the Commission’s conclusion would have been different. 
He said the Commission’s power to establish through route and 
joint rates was limited by the provisions of section 15 (4) of the 
interstate commerce act, and that a showing of necessity and 
desirability in the public interest was not alone controlling. 


COKE RATES UNREASONABLE 


The Commission, by division 4, in No. 19348, Straight Line 
Engine Co., Inc., et al. vs. New York Central et al. (mimeo- 
graphed), has found unreasonable a rate of $4.14, formerly in 
effect from points within the switching limits of Boston, Mass., 
to Syracuse, N. Y., to the extent it exceeded $3.78 per net ton, 
and awarded reparation to that basis. It found that the present 
rate of $3.78 was not unreasonable or otherwise unlawful. 


ICE-HAULING CHARGES 
The Commission, by division 3, has dismissed No. 19292, 
Peninsula Produce Exchange vs. Pennsylvania et al. (mimeo- 
graphed), finding applicable the charges collected by the defend- 
ant rail carriers for the hauling of ice in the bunkers of re- 
frigerator cars from ice plants to points of loading of straw- 
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berries in the eastern-shore territory of Maryland and Virginia 
preliminary to the use of those cars for carload shipment of 
strawberries by express to interstate destination in Official Clas- 
sification territory and in Canada. The Commission found that 
those charges were applicable for the movement, which it said 
was a freight movement. It found the charges not unreasonable. 
The report also covers a sub-number, Same vs. Pennsylvania 
et al. 


EMPTY BEVERAGE BOTTLES 


The Commission, by division 4, in No. 19439, Sheboygan Bev- 
erage Co. vs. Chicago & North Western et al. (mimeographed), 
has found unreasonable to the extent it exceeds one-half of the 
contemporaneous fourth class, the rate charged on less-than- 
carload shipments of returned beverage bottles, in barrels and 
cases, from Tulsa, Okla., to Sheboygan, Wis. The shipments 
were made in 1921. Since that time the Commission, in Duluth 
Brewing and Malting Co. vs. G. N., 73 I. C. C. 637, and other 
cases, has found that the rates were unreasonable to the extent 
they exceeded one-half of fourth class, which is now the basis 
of rates. 


ALCOLU DIVISIONS PRESCRIBED 


The Commission, by division 8, in No. 18866, Alcolu Rail- 
road Co. vs. Atlantic Coast Line, mimeographed, has prescribed 
divisions for the Alcolu to be received on and after May 15. They 
are not to exceed $3 per loaded car in addition to an arbitrary 
over Alcolu, S. C. Present divisions accorded to the Alcolu 
out of the trunk line rates on interstate traffic to and from Green 
Hill, S. C., to junction point, have been found excessive. The 
Alcolu is about 25 miles long, extending from Alcolu to Olanta, 
S. C. Green Hill, one of the stations on the Alcolu, is the ship- 
ping point of the D. W. Alderman Sons Co., a manufacturer of 
lumber, the officers and stockholders of the railroad and of the 
Alderman Company, according to the report, being substantially 
the same. 

The complaint in this case, the Commission said, filed in 
September, 1926, resulted from the Commission’s collateral com- 
ment in Cancellation of Joint Rates from and to Green Hill, 74 
I. C. C. 571, decided December 15, 1922, to the effect that the 
division on lumber and forest products allowed the Alcolu, from 
Green Hill to Alcolu, appeared to be excessive and that the car- 
riers would be expected to revise the division. The Atlantic 
Coast Line thereafter gave notice of a proposed decrease in the 
Green Hill division. The Alcolu sought to prevent that decrease 
and asked that just and reasonable division be prescribed for the 
future. The Commission, after finding that the present divisions, 
resulting in payments running as high as $18 per car, were exces- 
sive, found that any reimbursement for loss in revenue occa- 
sioned by a decrease in the division, if necessary, should be 
made by increasing the present arbitraries over Alcolu used in 
constructing the joint interstate rates to and from any or all 
stations located on the Alcolu Railroad, if the local rates of the 
railroad could not be increased. 





LITTLE ROCK SWITCHING 


In a report written by Commissioner McManamy in I. and 
S. No. 2992, switching at Little Rock and North Little Rock, 
Ark., mimeographed, the Commission by division 1, has found 
not justified the proposed increase in interstate reciprocal switch- 
ing charges at Little Rock and North Little Rock, Ark., ordered 
the suspended schedules cancelled and has discontinued the pro- 
ceedings. The proposed increases were based upon a cost study 
made by the Missouri Pacific showing the cost not only of per- 
forming reciprocal switching but of performing all classes of 
switching involved in the Missouri Pacific terminals at Little 
Rock and North Little Rock. According to that study the cost 
averaged $6.92 per loaded car. The present charges range from 
$2.25 to $6.30, but in most instances, the report says, they do 
not exceed $3.60. In lieu of these varying charges, the Mis- 
souri Pacific, Rock Island and the Cotton Belt proposed a uni- 
form reciprocal switching charge of $7. 

The finding of nonjustification, however, is without prejudice 
to the filing of new schedules establishing reciprocal switching 
charges not exceeding $6.30 per car. The Commission said that 
it had had occasion to consider switching charges at points in 
the west and southwest in several recent cases, as for instance, 
Arkansas City Sand Co. vs. St. L.-S. F., 102 I. C. C. 559, and 
Switching at Lamar and Harrisonville, 115 I. C. C. 393, and 
Switching at Carthage and Joplin, 123 I. C. C. 141. In each of 
those cases it pointed out that it had approved switching charges 
not in excess of $6.30 per car. 


WOOL RATE UNREASONABLE 


The Commission, by division 4, in No. 19648, Worumbo Man- 
ufacturing Co. vs. Boston & Maine et al., mimeographed, has 
found unreasonable the rate on wool in the grease, washed or 
unwashed, not scoured, carloads, from Boston, Mass., to Lis- 
bon Falls, Me., to the extent that it exceeded, exceeds or may 
exceed 36.5 cents, minimum 18,000 pounds, subject to Rule 24 of 
the Official Classification except sections 1, 7 and 8. It has 
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awarded reparation and authorized the waiving of undercharges. 
The new rule is to be established not later than May 23. 


PETROLEUM PRODUCT RATES 

A finding of undue prejudice but not of unreasonableness 
has been made in No. 19137, Pennsylvania Oil Co. of Evanston 
(ill.) vs. Santa Fe et al., mimeographed, as to rates on petroleum 
products from Group 8 of the Midcontinent Oil field and from 
Arkansas City, Kans., to Maine Street, Evanston, Ill. The Com- 
mission, by division 3, has found the rates unduly prejudicial to 
the extent they exceeded, exceed or may exceed those contem- 
poraneously applicable to other delivery points in Evanston and 
exceeded, exceed or may exceed by more than 1 cent the rates 
from the same points of origin to Chicago proper or Rogers 
Park, Ill. The Commission said the complainant had not shown 
damage with that clearness and certainty required for reparation. 





ROOFING AND ASPHALT SHINGLES 
The Commission, by division 4, has dismissed No. 19569, 
Rosenthal Woodworking Co. vs. Detroit, Grand Haven & Mil- 
waukee et al., mimeographed, finding not in violation of sections 
4 and 6 of the interstate commerce act, the rate on prepared 
roofing and asphalt shingles in mixed carloads, from Grand 
Rapids, Mich., to Fond du Lac, Wis. 


PETITIONS FOR REHEARING, ETC. 


Agent Emerson has filed petition for modification of fourth 
section order No. 9505, alcohol in cans, crated, from Gulf ports, 
entered April 21, 1927, in fourth section application No. 13072. 

No. 15394, The Best Foods, Inc., vs. Central Railroad of 
New Jersey et al. Defendants petition for reargument or re- 
consideration. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. Brown 
Produce Co., Muskogee Wholesale Grocer Co., Muskogee Produce 
Co. and Griffin Grocery Co. petition for reopening, and/or re- 
hearing, reconsideration and modification of findings and order 
in this proceeding with respect only to the rate as prescribed 
to Muskogee, Okla. 

No. 13535, Consolidated Southwestern Cases. The traffic 
committee of the Malt Syrup Manufacturers and Distributors of 
the United States and the Cereal Beverage Manufacturers of 
the United States petition for leave to intervene, and for modifi- 
cation of the order, and/or for further hearing in respect of 
rates on cereal beverages and returned empty cereal beverage 
containers as to the former and with respect to rates on malt 
syrup with respect to the latter. 

No. 17548, The Celotex Co. vs. Akron, Canton & Youngs- 
town et al. Complainant petitions for reopening, rehearing 
and/or reargument. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. De- 
fendants petition to postpone effective date of orders therein. 

No. 15394, The Best Foods, Inc., vs. Central Railroad of New 
Jersey et al. Defendants petition for reargument or reconsid- 
eration. 

No. 13535, Consolidated Southwestern Cases, and cases 
grouped therewith. Parkersburg Rig & Reel Co. petitions for 
rehearing herein, and for modification of order in respect of 
rates on oil-well outfits and supplies and rig irons. 

No. 17613, Harlan-Elzey-Randall Co., Inc., et al. vs. Santa Fe 
et al. Defendants petition for postponement of effective date of 
orders. 

No. 18779, Ulster & Delaware Railroad vs. New York Central 
et al. New York Central petitions for reconsideration and 
amendment of order therein. 

No. 17803, Midwest Metal Co. vs. St. Louis-San Francisco 
et al. Defendants petition for rehearing. 

No. 13535, Consolidated Southwestern Cases and cases 
grouped therewith. Chamber of Commerce of Mason City, Ia., 
petitions for supplemental order designating Mason City, Ia., as 
an additional destination base point, as provided in appendices 
14 and 15 of report in Consolidated Southwestern Cases, 123 
I. C. C. 458-463. 

No. 14717, Mistletoe Creameries et al. vs. Santa Fe et al. 
Complainants petition for modification of order entered March 
6, 1928, 189 I. C. C. 535, 552. 

No. 10122, Standard Time Zone Investigation. Seaboard 
Air Line petitions for modification of report and order therein, 
of October 24, 1918, in such manner and to such extent as may 
be necessary to enable it to operate under Eastern standard 
time over that part of its line of railroad extending south of 

(but not including) Bainbridge, Ga., thence through Quincy and 
Tallahassee, Fla., to and including Carrabelle, Fla. 


- COMMISSION ORDERS 
No. 19886, Graff-Kittanning Clay Products Co. vs. Atlantic 
City et al, The Robinson Clay Product Co. of Pennsylvania and 
Patton Clay Manufacturing Co. permitted to intervene. 
No. 18065, Quinton Spelter Co. vs. Fort Smith & Western 
et al. The order entered in this proceeding on January 31, 
1928, which was by its terms made effective April 4, 1928, on 
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5 days’ notice, has been modified so that it will become effective 
on April 23, 1928, instead of on said April 4, 1928. 

The petition for modification of fourth section order No. 
9753, entered February 24, 1928, in application 13330, by John 
T. Cochrane, president, Alabama, Tennessee & Northern Rail- 
road Corp., has been denied. 

No. 15252, Mayfield Chamber of Commerce et al. vs. Ahnapee 
& Western et al., No. 15301, Mayfield Chamber of Commerce 
et al. vs. Same and No. 15302, Fulton Chamber of Commerce 
et al. vs. Same. The orders herein of December 8, 1926, and 
March 7, 1927,*are modified by indefinitely postponing the effec- 
tive date thereof. 

No. 18101, White Eagle Oil and Refining Co. vs. Santa Fe 
et al. Board of Railroad Commissioners of South Dakota per- 
mitted to intervene. 

No. 16286, B. Lissberger vs. Pennsylvania. The order en- 
tered in this proceeding on January 17, 1927, reopening the «ase 
for further hearing has been vacated and set aside. 

Finance No. 6771, in the matter of the application of the 
Manufacturers’ Railway for a certificate of public convenience 
and necessity authorizing it to operate over certain tracks be- 
tween St. Louis, Mo., and East St. Louis, Mo. Terminal Railroad 
Association of St. Louis permitted to intervene. 

Finance No. 6772, in the matter of the application of the 
High Point, Thomasville & Denton for certificate of public con- 
venience and necessity authorizing it to construct and operate 
a line of railroad between High Point and Winston-Salem, N. C. 
Southern permitted to intervene. 

Finance No. 6781, jn the matter of the application of the 
Sacramento Northern for a certificate of public convenience and 
necessity authorizing it to construct a branch line of railroad 
in Solano, Napa and Sonoma counties, California. The Santa Fe 
permitted to interevne. 

No. 20709, the Michigan Silo Co. et al. vs. Boston & Albany 
et al. Federal Cement Tile Co. permitted to intervene. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al. Michigan Paper Mills Traffic Assn. permitted to 
intervene. 

No. 20690, St. Regis Paper Co. et al. vs. Alabama Great 
Southern et al. American Newspaper Publishers’ Assn. per- 
mitted to intervene. 

No. 19942, New Orleans Joint Traffic Bureau et al. vs. Arkan- 
sas & Louisiana Missouri et al.; No. 20710, A. A. Tindall et al. 
vs. Arkansas & Louisiana Missouri et al.; Almyra Rice and 
Elevator Co., Arkansas State Rice Milling Co., McGill Bros. 
Rice Mill, Smith Rice Mill Co., and Walton Rice Milling Co. 
permitted to intervene. 

No. 20685, The Cooper Grocery Co. et al. vs. Angelina & 
Neches River et al. Fort Worth Freight Bureau and Fort Worth 
Association of Commerce permitted to intervene. 

Finance No. 6773, in the matter of the application of the 
Buffalo, Rochester & Pittsburgh for authority to operate over 
the Subway Railroad in Rochester, N. Y., and Finance No. 
6782, in the matter of the application of the New York Central 
for authority to operate over the Subway Railroad in Rochester, 
N. Y. City of Rochester, N. Y. permitted in intervene. 

No. 20134, Covey-Ballard Motor Co. vs. Milwaukee et al. 
The National Automobile Chamber of Commerce, Inc., permitted 
to intervene. 

No. 20241, Taylor Motor Co. vs. Santa Fe et al. The Na- 
tional Automobile Chamber of -Commerce, Inc., permitted to 
intervene. 

No. 20638, Marathon Paper Mills Co. vs. Chicago & North 
Western. Northern Hemlock and Hardwood Manufacturers’ 
Association permitted to intervene. 

No. 16124, Acme Brick Co. vs. Alabama & Vicksburg et al. 
The order entered herein on June 28, 1927, as since modified, 
which by its terms is to become effective May 16, 1928, has 
been further modified so that it will become effective July 8, 
1928, instead. 

Finance No. 5041, construction of East Coast Lines by Sea- 
board-All Florida, and cases grouped therewith. The time pre- 
scribed in said certificate and order, as extended, within which 
the Seaboard-All Florida shall complete the construction of 
— above mentioned has been further extended to April 1, 

Finance No. 6217, application Castleman Valley for a certifi- 
cate of public convenience and necessity. Application dis- 
missed account failure of Castleman Valley to comply with 
Commission’s requirements and failure to file its return to 
questionnaire or any proofs with respect to the matters and 
things set forth in its aplication. 

Finance No. 5776, application Coal River & Eastern for a 
certificate of public convenience and necessity. Application dis- 
missed account failure of Coal River & Eastern to comply with 
Commission’s requirements and failure to file its return to ques- 


tionnaire or any proofs with respect to the matters and things 
set forth in its application. 


SUSPENDED TARIFFS 


In I. and S. No. 3086, the Commission has suspended from 
April 1 until November 1 schedules as published in Boston & 
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Maine, I. C. C. No. A-2629. The suspended schedule proposes 
the expiration with March 31, 1928, of a commodity rate of 
18 cents per 100 pounds on plaster, carloads, from Portsmouth, 
N. H., to Harlem River, N. Y., in connection with the N. Y. N. H. 
& H. R. R., and the application of a class rate of 23 cents per 
100 pounds in lieu thereof. 


In I. and S. No. 3087, the Commission has suspended from 
April 1 until November 1 schedules in supplement No. 44 to 
Boyd’s I. C. C. No. A-1637, supplement No. 59 to Boyd’s I. C. C. 
No. A-1644 and various other schedules. The suspended sched- 
ules propose to establish a rule providing for the application 
of flaxseed rates on grain and flaxseed mixed, shipped in bulk, 
not sacked, or separated, when in cars containing more than 10 
per cent of flaxseed. 


In I. and S. No. 3088, the Commission has suspended from 
April 1 until November 1 schedules in supplements Nos. 61 and 
63 to Boyd’s I. C. C. No. A-1620, and other tariffs issued by Boyd 
and various individual lines. The suspended schedules propose 
to cancel the present commodity rates on tin cans, and related 
articles, and apply in lieu thereof higher class rates in Illinois 
Freight Association and Western Trunk Line territories, intra- 
territorially and interterritorially, and between those territories 
and Central Freight Association territory. The following is 
illustrative, rates in cents per 100 pounds: 


From Chicago, Ill., to St. Louis, Mo., present 28%, proposed 39%; 
St. Paul, Minn., present 3014, proposed 49. 


In I. and S. No. 3085, the Commission has suspended from 
March 30 until October 30 schedules as published in the follow- 
ing tariffs: Louisville & Nashville: Supplement No. 1 to I. C. C. 
No. A-15875; New Orleans & Northeastern, supplement No. 2 
to I. C. C. No. 3069; Speiden, supplements Nos. 32, 33 and 36 
to I. C. C. No. 1049; supplements Nos. 15, 17 and 19 to I..C. C. 
No. 1072. The suspended schedules propose changes in rates 
on fruits and vegetables from lower Mississippi River crossings, 
Gulf ports, and related points, to destinations in the southeast, 
resulting principally in increases. The following is illustrative: 


Apples, beets, without tops; cabbage, onions, without tops; pears, 
potatoes and turnips, carloads, rates in cents per 100 pounds: 


—From— 
New Orleans, La. Mobile, Ala. 
To Pres. Prop. Pres. Prop. 
RE RM var Said +45: pia teidetaicwcieale Gus 44 53.5 *44 49 
NE EN. 4 Aha. d-aid d Cows One rbeweoewee jas Riera 41 49 
SRGMMOUIVIING, FUR oo ccicicceccesiccesiews 38.5 65 22.5 60.5 
MWIOMGROMIONY, BIR. .cccsiecccccveccece 38.5 47.5 anne afeiase 





*Cabbage, onions, turnips. 
jPotatoes. 


In I. and S. No. 3089, the Commission has suspended from 
April 5 until November 5, schedules as published in supplement 
No. 14 to Chicago & North Western I. C. C. No. 9570. The sus- 
pended schedules propose to establish in connection the present 
proportional rates on grain and grain products from Omaha and 
South Omaha, Neb., and Council Bluffs and Missouri Valley, 
Iowa, when from beyond, to Duluth, Minn., and points taking 
same rates certain minimum through rates from original point 
of shipment to destinations, which would result in increases. 
The following is illustrative. Rates being in cents per 100 
pounds: 


From Springfield, Neb., to Duluth, Minn., present proportional 
rates, wheat, 7.5 to Omaha, Neb., 17.5 beyond, 25 through; proposed 
minimum rates, wheat, 29.5. 


QUESTION OF DIVISIONS 


At the hearing in I. and S. 3069, cancellation of routing on 
petroleum and petroleum products from points in Texas on the 
K. C. M. & O. of Texas to Illinois Terminal Company stations 
in Illinois when via the A. & E., at Chicago, April 2, before 
Examiner Disque, it developed that the question of adjudication 
was one of divisions between the carriers participating in the 
traffic—that being the only reason, coupled with the alleged low 
measure of the rate, for the publication of the suspended tariff. 
In view of that, the question of divisions not being involved 
in the suspension order, the examiner adjourned the hearing 
after only a part of the respondent’s testimony had been re- 
ceived and prior to hearing the protestants. He said he would 
recommend that the suspended tariff be ordered withdrawn. 


The traffic involved is petroleum from McCamey, Tex., to 
Roxana and Wood River, IIll., the Roxana Petroleum Corporation 
being the shipper. The applicable rate was said to be 27% 
cents. The suspended tariff was published by the K. C. M. & 
O., which was represented by J. J. Lane, general traffic manager. 
He said the traffic was originated by his line and delivered to 
its connectious at Wichita, Kan, Under certain routings, he 
said, his line received 16 cents for its haul, but on routings via 
the A. & E. it received two cents less than that. He held that 
the division of the rate to the lines north of East St. Louis 
should not be more than three cents, whereas four cents was 
demanded. He asked that the Commission order a proceeding 
to settle the question of divisions. 
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PROPOSED CEMENT ADJUSTMENT 


Another remodeling of the cement rate adjustment in Mis- 
souri, Kansas, and adjacent territory has been proposed by Exam- 


iner Harry C. Ames, in No. 17854, Iola Cement Mills Traffic’ 


Association et al. vs. Santa Fe et al.; a sub-number thereunder, 
Fredonia Portland Cement Co. (of Delaware) vs. Same; No. 
18299, Kansas Portland Cement Co. vs. Same; and No. 18264, 
Lehigh Portland Cement Co. vs. Same. One of the major 
recommendations was that the Commission find the relationship 
as between intrastate rates on cement from mills in Missouri on 
the one hand, and from designated mills in the Kansas gas belt 
and Bonner Springs, Kans., on the other hand, to described 
destination territory in Missouri, unduly preferential of shippers 
in intrastate commerce and unduly prejudicial and disadvan- 
tageous to shippers in interstate commerce, and unjustly dis- 
criminatory against interstate commerce. 

These cases were heard jointly with the Public Service 
Commission of Missouri. Considered collectively, Ames said, 
the cases brought in issue under section 1 of the interstate rates 
to all destinations in Missouri from Iola and Bonner Springs, 
Kans., and from Chanute, Humboldt, Mildred, Fredonia, Inde- 
pendence and Dewey to destinations in southern Missouri. 
Further, he said, the reasonableness of the intrastate rates from 
Sugar Creek and Prospect Hill, Mo., to all destinations was in 
issue before the Missouri state commission. 

The combined cases, Ames said, also brought into issue the 
relationship as between the interstate rates from Bonner Springs 
and Iola to all destinations except those on and east of a line 
described by him, and from the named points in the gas belt 
to southern Missouri, on the one hand, and the intrastate state 
and interstate rates from producing points in Missouri to the 
same territory of destination. He said there was one exception 
to the section 3 allegation in the complaints involving interstate 
rates. He said that that exception was the agreement of all 
parties to exclude the territory in extreme eastern Missouri 
along the Mississippi River. He said there was much conflict 
of interest among the various complainants but that all of them 
as well as the defendants agreed that a uniform basis of rates 
should be prescribed for application, interstate and intrastate 
from all producing points. 

Complainants contended, said Ames, for the state-wide appli- 
cation of scale II in Missouri, whereas the defendants took the 
position that no scale lower than scale III should apply in 
southern Missouri. For convenience of treatment Ames dealt 
with the issues as follows: (1) The gas belt grouping; (2) the 
question of whether rates to farther-distant destinations in 
Illinois should apply on shipments over certain routes to destina- 
tions in southern Missouri; (3) the level of the rates for inter- 
state application to destinations in Missouri and the relation 
of those rates to intrastate rates to the same destinations; and 
(4) the question of reparation presented in No. 17854 (Sub-No. 1). 
In disposing of the cases, the examiner said: 


(1) The Commission should find that the pleadings and facts of 
record in this case do not warrant disruption of the present grouping 
of Kansas gas belt mills in respect of traffic to destinations in Missouri. 

(2) The Commission should find that the rates published in Agent 
Boyd’s tariffs, I. C. C. Nos. A1343 and A1676, for application from 
mills in the Kansas gas belt to Flinton, Ill., and St. Louis, Mo., are 
not applicable at destinations in southern Missouri, as contended. 

(3) The Commission should find that the present interstate rates 
on cement, in carloads, from Iola and Bonner Springs, Kan., to desti- 
nations in scale II territory, and from those points and from Chanute, 
Humboldt, Mildred, Independence and Fredonia, Kan., and Dewey, 
Okla., to destinations in scale III territory in Missouri, as at present 
constituted, are not_unreasonable, but that the rates on that com- 
modity from Iola, Chanute, Humboldt, Mildred, Fredonia, Indepen- 
dence and Bonner Springs, Kans., and Dewey, Okla., to destinations 
in no-scale territory in Missouri are, and for the future will be un- 
reasonable to the extent that they exceed, or may exceed rates based 
upon cement scale III as set forth in Iola Cement Mills Traffic Assn. 
vs. A. W. Ry. Co., 87 I. C. C. 451, at page 466, under distances com- 
puted as at present at points of origin and destination, which rates 
should be prescribed as reasonable maxima. 


(4) The Commission should find that the circumstances and con- 
ditions surrounding the transportation of cement, in carloads, from 
Iola and Bonner Springs, Kan., to all destinations in Missouri west 
of the line of the St. Louis & Hannibal from Hannibal to ‘Gilmore, 
thence the Wabash to St. Louis, thence the Frisco to Horine, thence 
the Missouri Pacific to Delta, thence the Frisco to Cape Girardeau, and 
from Chanute, Humboldt, Mildred, Independence, and Fredonia, Kan., 
and Dewey, Okla., to destinations in scale III and no-scale territories, 
as here defined, and bounded on the east by the line just described, 
are substantially the same as those arising in respect of such traffic 
from mills located within the State of Missouri; that there is com- 
petition between mills without, complainants herein, and mills within 
the State of Missouri, in the sale of cement in that state; that the 
rates herein recommended for interstate application to destinations in 
Missouri are and will be maximum reasonable rates; that the intra- 
State rates, to the extent that they are lower, distance considered, 
Or on lower and different levels, distance considered, to the same 
Portion or portions of the state, as herein defined and limited, result 
and will result in undue preference and advantage of shippers in 
intrastate commerce and in undue prejudice and disadvantage to com- 
Plaining shippers in interstate commerce, and in unjust discrimina- 


Proposed Reports in I. C. C. Cases 


tion against interstate commerce; and that said undue prefer- 

ence and prejudice and unjust discrimination can and should be 

removed by the establishment and maintenance within Missouri of 

the bases of rates herein prescribed for interstate application. 

(Ss a" a eee should deny reparation as prayed in No. 17854 
ub. No. . . 

The establishment of scale III rates for application in southern 
Missouri will result in rates to that territory on a level considerably 
higher than that applicable in southern Illinois. The Commission 
should, upon appropriate applications from the carriers, grant fourth- 
section relief. 

The record contains some testimony in respect of arbitraries for 
short and weak lines. Complainants indicate that they have no ob- 
jection to the continuance of such arbitraries provided they are applied 
uniformly from all mills. This matter should be worked out by the 
carriers, including these short and weak lines, in readjusting the rates. 


MORTAR COLOR RATES 


A finding of undue prejudice has been recommended by 
Examiner J. H. Smith in No. 19991, Blue Ridge Talc Co., Inc., 
vs. Cincinnati, New Orleans & Texas Pacific et al., as to rates on 
ground iron ore and dry mortar colors, in less than carloads, 
from Henry, Va., to Lexington, Ky. Smith said the rates should 
be found not unreasonable but unduly prejudicial to the extent 
they exceeded or might exceed the rate contemporaneously ap- 
plicable on such traffic from Chattanooga, Tenn., to Lexington, 
by more than 9 cents on ground iron ore, in barrels, and to the 
extent that the less-than-carload rate on ground iron ore, in 
bags, and on dry mortar colors, in bags or in barrels, exceeded 
or might exceed the rates contemporaneously applicable on the 
same traffic from Chattanooga to Lexington by more than 13 
cents. 


CARBON BLACK RATES 


Attorney-Examiner John McChord, in No. 20031, Knoxville 
Freight Bureau et al. vs. Missouri Pacific et al., has recommended 
that the Commission find unlawful, unreasonable and unduly 
prejudicial, the carload rates on carbon black from Monroe, La., 
and points taking the same rates, to Knoxville, Tenn., prescribe 
new ones, and award reparation. McChord said the Commis- 
sion should find the rates from Monroe and points taking the 
same rates to Knoxville subsequent to September 15, 1925, un- 
lawful to the extent that they exceeded 112.5 cents; that the 
rates charged on shipments from Monroe were and are unrea- 
sonable and unduly prejudicial to the extent they exceeded or 
may exceed 83 cents. 


BULK KAFFIR CORN RULES 


Examiner E, L. Glenn, in No. 20166, Globe Grain and Mill- 
ing Company vs. Santa Fe et al., and a sub-number, Same vs. 
Santa Fe et al., has recommended that the Commission find 
unreasonable the minimum rules and charges on carload ship- 
ments of bulk kaffir corn shipped from Melrose, N. M., to 
Monrovia and Santa Barbara, Calif., prescribe new ones for the 
future, and award reparation. Glenn said the Commission 
should find that the failure of the defendants to include in their 
tariffs a provision that charges for carload shipments of cereals 
and cereal products would be based upon actual weight when a 
car of less capacity than the tariff minimum was furnished for 
the convenience of the carrier, and such car was loaded to its 
capacity, resulted and would result in an unreasonable practice 
and charges. He said that the Commission should find that the 
charges assessed on the shipments considered were unreason- 
able to the extent they exceeded charges based on the rate of 
53 cents applicable on such lading and a scale weight of the 
shipment and award reparation to that basis. 


MOLDING SAND RATES 


Examiner J. J. Williams has recommended the dismissal 
og No. 19748, Swayne, Robinson & Co. vs. Baltimore & Ohio 
et al., on findings that neither the interstate rates on molding 
sand, from Sandusky, Ohio, and points grouped therewith, and 
from Wooster and Kauke, Ohio, to Richmond, Ind., nor the 
intrastate rates from the points mentioned to destinations in 
Ohio are unreasonable, unduly prejudicial or unjustly discrimina- 
tory against interstate commerce. The rates were alleged to 
prefer, unduly, Springfield, Dayton and Cincinnati, Ohio. The 
complainant, a corporation manufacturing iron gray castings at 
Richmond, Ind., is in competition with similar manufacturers at 
the Ohio cities mentioned as destination points. The examiner 
said that it was estimated that between 75 and 80 per cent of 
the castings made by the complainant were sold locally but 
that a large part of the remainder was shipped to Evansville 
and Bluffton, Ind., the latter points not being involved in the 
case. 

Defendants, the examiner said, admitted that the intrastate 
rates in Ohio discriminated against interstate commerce and 
contended that they should be increased. Obviously, he said, 
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unlawful discrimination against interstate commerce could not 
be founded upon a mere assertion or admission of its existence 
by a carrier. He said that upon this record the Commission 
should find that the intrastate rates had not been shown to have 
caused or to cause any undue or unreasonable advantage or 
prejudice as between persons or localities in intrastate com- 
merce on the one hand, and interstate commerce on the other, 
or any undue, unreasonable or unjust discrimination against 
interstate commerce. 


SUGAR BEET- RATES 


Examiner F. D. Binkley in No. 16455, Holland-St. Louis Sugar 
Co. vs. Nickel Plate et al., has recommended a finding of un- 
reasonableness as to rates on sugar beets, carloads, from points 
in western Ohio to Decatur, Ind., and an award of reparation. 
The examiner said the Commission should find the rates unrea- 
sonable to the extent they exceeded the distance rates prescribed 
in Continental Sugar Co. vs. N. Y. C., 91 I. C. C. 677. 


BOISE VALLEY TRACTION RATES 


Dismissal of No. 19031, B. F. Hurst et al. vs. Boise Valley 
Traction Co. et al., has been recommended by Examiner Jesse 
C. Harraman, on a finding that the class and commodity rates 
to and from stations on the Boise Valley Traction Co. are not 
unreasonable, unjustly discriminatory or unduly prejudicial. 


MONEL METAL SCRAP RATES 
Examiner J. H. Smith has recommended the dismissal of 
No. 20030, International Nickel Co. vs. Pennsylvania et al. 
on a finding that the rates on monel metal scrap, carloads, from 
Newark and Harrison, N. J., to Huntington, W. Va., are not 
unreasonable or otherwise unlawful. 


WHEAT RATES APPLICABLE 


Examiner Arthur Kettler has proposed the dismissal of No. 
20074, Clovis Mill and Elevator Co. et al. vs. Abilene & Southern 
et al., on a finding that the rates charged on wheat shipped 
from Clovis and Grier, N. M., to Galveston, Texas, and there 
exported in 1926, were applicable. 


FORT WORTH GRAIN CASE 


Examiner John Davey, in No. 19224, Sperry Flour Co. vs. 
Rock Island et al., and a sub-number thereunder, Globe Grain & 
Milling Co. vs. Chicago, Rock Island & Gulf et al., has recom: 
mended that the Commission find unreasonable the combination 
rate on grain and grain products from Okeene, Komalty, King- 
fisher, Hobart, Carnegie, Gotebo, Aline, Waukomis, Enid, Wal- 
ters and Pocasset, Okla., to destinations in California, accorded 
transit service at Fort Worth, Texas, and authorized the waiver 
of undercharges by way of reparation. Davey said the Commis- 
sion should further find, unduly prejudicial, the failure of the 
defendants to maintain transit service, at Forth Worth, on ship- 
ments of wheat from points in Oklahoma to destinations in Cali- 
fornia at the joint rate from the points of origin to final destina- 
tion and direct the defendants to establish such service. The 
examiner said the Commission should find that the combination 
on grain and grain products was unreasonable to the extent 
it had exceeded or might exceed 68 cents. The failure to main- 
tain transit at Fort Worth, the examiner said, should be found 
unduly prejudicial because of contemporaneous maintenance of 
transit at competing points. 


CORN SYRUP RATES 


Attorney Examiner John McChord, in No. 19929, W. B. Rod- 
denbery et al. vs. Atlantic Coast Line et al., said the Commis- 
sion should find unreasonable the rates on corn syrup (glucose) 
carloads, from points in Illinois, Iowa, Kentucky and Missouri 
to Cairo, Ga., prescribe new ones, and award reparation. McChord 
said the Commission should find the rates were and would be 
unreasonable to the extent they exceeded or might exceed 
by more than 7 cents, per 100 pounds, the contemporaneous rates 
on corn syrup, carloads, minimum 54,000 pounds, from the same 
points of origin to Montgomery, Ala., Columbus and Atlanta, Ga. 


CEMENT RATE INAPPLICABLE 


Examiner Philip S. Peyser, in No. 19996, Lehigh Portland 
Cement Co. vs. Chesapeake & Ohio et al., and No. 20272, Same 
vs. Chesapeake & Ohio et al., said the Commission should find 
inapplicable the rates charged on cement from Fordwick, Va., to 
Robbinsville, N. C., and Kilsyth, W. Va., and award reparation. 
Applying the principle laid down in the Sligo case, 62 I. C. C. 643, 
Peyser said the Commission should find that the applicable rate 
to Robbinsville was 31.5 cents and to Kilsyth, 21 cents. 


DREDGING MACHINERY MISROUTING 
Examiner J. H. Smith has recommended the dismissal of 
No. 20219, Allied Contractors, Inc., vs. Chicago & North Western 
et al., on a finding that a carload shipment of dredging machin- 
ery and parts from Broadview, Ill., to Florence, Neb., was not 
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misrouted, as alleged, and that the rate thereon was not unrea- 
sonable or unduly prejudicial. 


FINANCE APPLICATIONS 


Finance No. 6823. W. H. Bremner, as receiver of Minneapolis &, 
St. Louis, asks authority to issue $1,475,000 of receiver’s certificates 
of indebtedness in renewal of an obligation for a like amount now 
outstanding. 

Finance No. 4101. Maryland & Delaware Coast asks authority to 
issue and reissue as necessary for a period of not more than two 
years, $38,300 of notes, and to pledge bonds as security therefor. 

_ ‘Finance No. 6824. Maryland & Delaware Coast asks authority to 
— reissue $4,126.06 of notes and to pledge bonds as security 
erefor. 

Finance No. 6825. Chicago, St. Paul, Minneapolis & Omaha asks 
authority to issue and sell $480,000 of equipment trust cer- 
tificates, bearing 4% per cent interest, at the best price obtainable. 

Finance No. 6828. The Euclid Railroad Co. asks authority to re- 
locate and abandon tracks in the villages of Euclid and South Euclid, 
O., and in Cleveland, O. 


UNCONTESTED FINANCE CASES 

Report and order in Finance No. 6810, authorizing the Tennessee 
Central Railway Co. to issue not exceeding $410,000 of first-mortgage 
6 per cent gold bonds, series B, to be pledged and repledged from 
time to time until June 30, 1930, as collateral security for short-term 
notes, approved. 

Report and order in Finance No. 6614, authorizing the Elkin & 
Alleghany Railroad to issue $56,100 of common stock $66,100 of prior- 
preference stock, and $185,500 of preferred stock, consisting of the 
requisite number of shares of the-par value of $100 a share; said stock 
to be disposed of as set forth in this report, approved. 

Report and order in Finance Nos. 6785 and 6744, authorizing the 
Terminal Railroad Assn. of St. Louis to issue $205,800 of capital stock, 
consisting of 2,058 shares of the par value of $100 a share, said stock 
to be delivered to the Chicago & Eastern Illinois Railway Co., and the 
Chicago & Eastern Illinois Railway Co. to assume obligation and 
liability, as guarantor, in respect of the payment of one-sixteenth 
of the interest on $23,790,000 of Terminal Railroad Association of 
St. Louis general-mortgage 4 per cent bonds and of certain sinking 
fund installments, approved. 

Supplemental report and order in Finance No. 6272, authorizing 
the Kelley’s Creek & Northwestern Railroad to issue $250,000 of 6 
per cent mortgage gold bonds, in lieu of a like amount of similar 
bonds authorized to be issued on February 25, 1928, for purposes stated 
in the original report, approved. 

Supplemental report and order in Finance No. 5436, authorizing 
the Tennessee Railroad Co. to issue $30,000 of general mortgage 6 per 
cent gold bonds, said bonds to be sold at not less than par and the 
proceeds used for the purposes stated in the report, previous report 
111 I. C. C. 362, approved. 

Report and order in Finance No. 6588 (1) authorizing the Atlantic 
Coast Line to procure authentication and delivery of not exceeding 
$73,237,000 of general unified mortgage 50-year series A 4% per cent 
gold bonds in exchange for temporary general unified mortgage bonds 
and due bills for such bonds heretofore certified and delivered to the 
applicant in respect of capital expenditures; and (2) dismissing appli- 
cation so far as it seeks authority to nominally issue $1,359,000 of 
general unified mortgage bonds now held in the applicant’s treasury, 
approved. 

Supplemental report and certificate in Finance No. 6367, modify- 
ing previous certificate authorizing the Northern Pacific to abandon 
part of _ line of railroad in Sanders county, Mont., 138 I. C. C. 213. 
approved. 


CAR HIRE SETTLEMENT RULES 


The taking of testimony in No. 17801, rules for car hire 
settlement, has been finished by Director Bartel, of the Com- 
mission’s bureau of service. (See Traffic World, March 31, p. 
780.) The case has been in the hearing stage for more than a 
year. The wind-up testimony was given by C. W. Crawford, 
chairman of the general committee of Division II—Transporta- 
tion, of the American Railway Association. 

“After giving very careful consideration to all the plans that 
have ever been suggested,” said Mr. Crawford, “the committees 
of the American Railway Association have reached the unani- 
mous conclusion that the best method of settlement that has 
been deviséd, up to the present time, as to all classes of carriers, 
is the per diem and reclaim rules.” 


INFORMATION REQUIRED 


The Commission, in No. 20746, Brotherhood of Locomotive 
Engineers and Brotherhood of Locomotive Firemen and Engine- 
men vs. Aberdeen & Rockfish et al., at the request of the com- 
plainants and to avoid the necessity for the issuance of sub- 
poeenas, has asked the carriers to furnish information; not later 
than April 20, as to the name of each railroad, the total number 
of steam locomotives used on the lines of the reporting railroad, 
and the number of locomotives which are equipped with me- 
chanically operated firedoors. The request was made because 
the information was wholly within the control of the carriers, 
but was needed by the complainants to help them make their 
case. The complaint is set for hearing on May 2. 


RECORD DESTRUCTION RULES 


The Commission has revised its regulations to govern the 
destruction of records by steam roads, issue of 1914, in respect 
of items 238 (a), 238 (b), 288 (c), 288 (e) and 238 (f), relating 
to demurrage and storage charges, average demurrage agree- 
ments, cars handled under such agreements, and the records 
and supporting papers covering the cancellation or refund of 
demurrage and storage charges, so as to reduce the period for 
which they must be held from six to four years. Requiring 
such records to be kept for six years, the carriers say, is longer 
than really necessary and places on them an undue burden in 
furnishing storage room. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


" . 
REGULATION OF COMMON CARRIERS 


(Supreme Court, Trial Term, Onondaga County.) Where 
both parties to action move for direction of verdict, it is equiv- 
alent to consent of both parties to determination by court.of 
all questions of fact.—Merrill vs. Equitable Surety Co. of New 
York, 227 N. Y. Sup. 266. 

Every bond requires an obligee, for whose benefit it is given, 
and who can, if there be default, enforce obligation against 
obligor.—Ibid. 

Under indemnity bond given to people for benefit of any 
person recovering judgment against principal for injury by 
negligent operation of automobile, pursuant to highway law, 
sec. 282-b, it was not necessary to designate obligee; anyone 
suffering injury by negligent operation of automobile being 
obligee for whose benefit obligation was created, and whose 
identity — definitely established as though designated in 
bond.—Ibid. 









In action against surety on bond given, under highway law,’ 


sec. 282-b, to people for benefit of any person recovering judg- 
ment against principal for injury by negligent operation of 
automobile, engaged in transporting passengers for hire, person 
— recovering judgment, is proper party to bring action.— 
Ibid. 

In action against surety on bond given under highway law, 
sec. 282-b, to people for benefit of any person recovering judg- 
ment against principal for injury by negligent operation of auto- 
mobile engaged in transporting passengers for hire, money paid 
by judgment debtors to plaintiff’s attorney must be considered 
as payment on judgment against debtors who were principals 
on bond, and does not discharge their obligation.—Ibid. 

Liability of surety on bond is measured by his agreement, 
and performance or breach of condition of undertaking is fact 
which determines whether obligation shall be void or absolute. 
—Ibid. 

Failure to substantially perform conditions of bond in ac- 
cordance with its terms is breach, unless sufficient excuse or 
release is established.—Ibid. 

Agreements of suretyship are governed by the same general 
rules of construction as other contracts, and extent of surety’s 
obligation must be determined from language of instrument in 
light of surrounding circumstances.—Ibid. 

Though surety is entitled to strict construction of contract, 
rule of strictissimi juris applies in application of contract, rather 
than to its interpretation.—Ibid. 


Where indemnity bond executed by principals operating 
taxicab and surety, for benefit of persons recovering judgment 
against principals for injuries by operation of automobile, was 
voidable only as to surety by principals’ payment of judgment 
recovered against them, but neither bond nor highway law, sec. 
282-b, under which bond was given, contained any provision 
requiring injured person to pursue principals first before surety 
could be held to its agreement, failure by injured person to 
exhaust remedy against principal after recovering judgment for 
injuries did not relieve surety from liability under bond.—lIbid. 

In absence of statute or agreement to the contrary, payee of 
an obligation may maintain an action thereon without first ex- 
hausting his remedy against principal.—Ibid. 

Where indemnity bond given by principals operating taxi- 
cab and surety for benefit of persons recovering judgment 
against principals for injury caused by negligent operation of 
automobile, pursuant to highway law, sec. 282-b, contained no 
covenant or condition which injured person was required to 
perform before bringing action against surety, but which bound 
surety to pay judgment if principal failed to do so, and principal 
paid only part of judgment, laches or non-performance of some 
act on part of injured person, which might have relieved de- 
fendant from loss, will not discharge surety.—Ibid. 

In action by injured person against surety on indemnity 
bond given by principal and surety under highway law, sec. 
282-b, for benefit of persons injured by principal’s negligent 
operation of automobile, surety’s remedy is to pay indebtedness 
and pursue principal for reimbursement.—Ibid. 

Ordinarily, payment by principal on a bond reduces surety’s 
liability.—Ibid. 

Debtor has right to determine on what debt any payment 
shall be applied, and, if he fails to make designation, creditor 
may apply it as he sees fit.—Ibid. 

Rule that debtor may determine on what debt any given 
payment shall be applied, and that in absence of designation 
creditor may apply it as he sees fit, applies where surety is 
liable for part only of entire indebtedness of principal to obligee, 
and principal makes partial payment on his indebtedness.—Ibid. 
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In action by injured person against surety on bond indemni- 
fying any person recovering judgment against principal for 
injuries by negligent operation of automobile, given pursuant 
to highway law, sec. 282-b, partial payment by principals of part 
of judgment recovered against them, not specifically designated 
as payment on part of judgment for which principal or surety 
was liable, held intended as payment on part of judgment for 
which surety was not liable; surety having no right to designate 
how payment shall be applied.—Ibid. 

In action by injured person against surety on bond indem- 
nifying injured person recovering judgment against principal 
for injuries from negligent operation of automobile, given pur- 
suant to highway law, sec. 282-b, opportunity for collusion by 
injured person permitting principal to pay difference between 
obligation of surety and the amount of judgment, though prin- 
cipal is able to pay entire judgment, and to collect balance from 
surety, is not sufficient to make contract against public policy.— 
Ibid. 

Though bond is not to be extended beyond its expressed 
terms, and though contract of surety must be strictly con- 
strued, so as to impose only those burdens clearly within terms 
of agreement, rule is not one of construction, and has no appli- 
cation where instrument is clear and obligation of surety defi- 
nite.—Ibid. 

Where surety on indemnitty bond given pursuant to high- 
way law, sec. 282-b, obligated itself to pay maximum sum of 
$2,500 on any judgment recovered against principal for injury 
to any person caused by principal’s negligent operation of auto- 
mobile, unless principal paid judgment, and principal did not 
pay entire amount of judgment, but only part thereof, leaving 
a balance in excess of amount of bond, surety was liable for 
unpaid portion of judgment up to maximum amount of bond.— 
Ibid. . 
Highway law, sec. 282-b, requiring persons engaged in trans- 
porting passengers for hire in motor vehicles to file an indem- 
nity bond conditioned for payment of any judgment recovered 
against such persons for injuries caused by operating motor 
vehicle, was intended to protect public against negligence of 
persons engaged in carrying passengers in motor vehicles for 
hire.—Ibid. 

(Court of Appeals of Georgia, Division No. 2.) A person 
who has obtained a diversion of a shipment of goods during 
transportation by a carrier is not liable for a resulting addi- 
tional freight charge, where, in ordering the diversion, he was 
acting as agent for another, and the carrier must have known 
of this fact—Baltimore & O. R. Co. vs. Johnson-Battle Lumber 
Co., 141 S. E. Rep. 678. ; 

(Court of Civil Appeals of Texas, Amarillo.) Lien of carrier 
is merely a common-law lien, dependent on possession of the 
goods, which terminates on delivery to consignee, or on his 
order, and is generally not assignable-——Whaley Lumber Co. vs. 
Reliance Brick Co. et al., 2 S. W. Rep. (2d) 911. 

(District Court, D. Maine, S. D.) Where the question in- 
volved is construction of published tariffs and their application 
to certain shipments, it is one for the courts, and not for the 
Interstate Commerce Commission.—Ingalls vs. Maine Cent. R. 
Co. et al., 24 Fed. Rep. (2d) 113. 

Parties to interstate shipments are not free to contract as 
to rates, but only for transportation at legal rates.—lIbid. 

Where there were published through rates between points 
of shipment and point of destination, where consignee had long 
been in business and receiving shipments, as was known to the 
parties, such rates must govern, and this cannot be avoided by 
issuing bills of lading to an intermediate junction point, from 
which the carriage is entirely over an intrastate line, and there 
rebilling.—Ibid. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) Where, upon order of mer- 
chant, plaintiff shipped a bill of goods to such merchant but 
order was canceled during transit, held, in consignor’s action 
against railroad company for loss of goods, that instruction 
assuming ownership in consignor was not erroneous where con- 
signee admitted consignor was owner.—Louisiana & N. R. Co. 
vs. Wm. R. Moore Dry Goods Co., 2 S. W. Rep. (2d) 1113. 

An instruction requiring, as prerequisite to awarding dam- 
ages, finding that goods were lost from want of common and 
reasonable diligence of railroad carrier, as warehouseman, re- 
quired finding of loss through negligence; failure to exercise 
ordinary care and reasonable diligence being negligence.—Ibid. 

Jury’s finding on question of fact held binding on reviewing 
court on appeal.—Ibid. 
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In action by consignor against railroad for goods lost, prima 
facie case of negligence sufficient to support verdict for plaintiff 
held made when jury found that loss of goods was unexplained 
and evidence was sufficient to show that, after taking goods 
from railroad’s possession, consignee had redelivered them to 
railroad.—Ibid. 

(Supreme Court of Arkansas.) Where bill of lading for 
interstate shipment of cotton authorized by U. S. Comp. St.? 
sec. 8604a (49 USCA, sec. 20), was issued on July 15, 1919, and 
cotton was delivered to consignee in Louisiana on July 23, 1919, 
suit for one bale, lost in transit, brought on November 29, 1921, 
was barred, since it was not brought within two years and a 
day, as required by bill of lading as condition precedent to 
recovery.—Bernstein vs. Reid, 2 S. W. Rep. (2d) 1078. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of South, Carolina.) The principle is well 
established that, on motion for a directed verdict, the evidence 
must be considered most favorably to opponent of motion.— 
Sanders vs. Charleston & W. C. Ry. Co., 141 S. E. Rep. 607. 

In action for damages for negligent delay in railroad’s trans- 
portation of perishable vegetables, plaintiff is required to show 
negligence arising out of unreasonable delay, and also that such 
negligence was the proximate cause of the damage.—lIbid. 

Negligence may be inferred from circumstances.—lIbid. 

Under the Carmack amendment (49 USCA, sec. 20 (U. S. 
Comp. St., secs 8604a, 8604aa)), the initial carrier of an inter- 
state shipment is fiable for loss or damage caused by negligence 
of connecting carriers.—Ibid. 

Directing verdict for defendant railroad in shipper’s action 
against carrier for deterforation of perishable vegetables through 
delay, held error; evidence relative to delay and as to condition 
of vegetables upon arrival making question of carrier’s negli- 
gence one for jury.—lIbid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of North Carolina.) On motion for non- 
suit under C. S., sec. 567, evidence is to be taken in light most 
favorable to plaintiff, who is entitled to benefit of reasonable 
intendment on evidence and every reasonable inference to be 
drawn therefrom.—Newbern vs. Western Union Telegraph Co., 
141 S. E. Rep. 592. 

In action against telegraph company for negligence in 
erroneously transmitting message addressed to plaintiff, letter 
sent by plaintiff to telegraph company’s agent, reciting that 
telegraph company would be expected to reimburse plaintiff for 
losses sustained by error in telegram resulting in giving errone- 
ous shipping instructions, was sufficient notice within provisions 
of telegram requiring claims for damages to be presented in 
writing within 60 days after filing of message with company for 
transmission.—Ibid. 









Shipping Decisions 
Cases Recently Decided by State and Fede:al Courts 


(Digests taken from Reporters and Digests of National Reporter 
ee ~~ by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 


ov 

(Circuit Court of Appeals, Fifth Circuit.) Agreement to 
deliver liquor transshipped at point on high seas did not amount 
to charter of whole vessel, nor demise of ship, constituting char- 


terer “owner pro hac vice,” and putting vessel entirely in his 
control.—The Hazel E. Herman, 24 Fed. Rep. (2d) 27. 


VARYING GRAIN PROPORTIONALS 


The federal court for the northern district of Illinois, east- 
ern division (Chicago) set for hearing on April 6, in equity No. 
7687, Atchison, Topeka & Santa Fe et al. vs. United States and 
Interstate Commerce Commission, an application for an injunc- 
tion forbidding the enforcement of the Commission’s order in 
I. and S. No. 2813, grain and grain products from Colorado, 
Kansas and Nebraska to gulf ports for export, decided July 6, 
1927, 129 I. C. C. 261. In that case the Commission found not 
’ justified, the proposal of the Santa Fe and other roads serving 
both the points of origin and carrying to the gulf ports to estab- 
lish inbound grain proportionals to Wichita and Kansas City 
higher than their locals to those points, to be applied on grain 
that did not move out over their rails from the transit or stor- 
age points. 

In their application for an injunction the carriers contend 
that by its action the Commission has deprived them of the 
long haul to which they are entitled on traffic originated by 
them, in violation of the provisions of section 15 of the inter- 
state commerce act. They assert that the level of the inbound 
rates was not material because they were not published to facil- 
itate movement over those routes but were published to pre- 
clude and prevent movement via such routes and to confine the 
movement of the grain from the points of origin in Kansas, 
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Colorado and Nebraska to the lines affording the plaintiffs a 
haul substantially over the entire length of their lines. 

The Commission, in its answer, denies all the allegations 
about arbitrariness of its action and particularly the allegations 
about the level of the inbound rates not being material. It also 
denies that the order requiring the cancellation of the higher 
inbound proportionals will cause irreparable damage. 

Issuance of an injunction, if sustained by the Supreme Court, 
would have the effect of permitting the carriers to put in rates 
such as they desire. ‘ 


ELKINS ACT INDICTMENT 

The Commission has been informed that the federal grand 
jury for the southern district of Michigan, on March 29, returned 
an indictment, in ten counts, against C. F. Smith Company of 
Detroit, a Michigan corporation, for violations of the Elkins act. 
The indictment charges that C. F. Smith Company accepted 
concessions in violation of that act in that it received carloads 
of fruit that were underbilled in weight to a considerable extent 
and knowingly failed to pay the proper freight charges due 
thereon. The evidence in the case was developed by a special 
agent of the Commission and was presented to the grand jury 
by C. Frederic Stanton, assistant United States attorney, and 
William J. Walsh, an attorney of the Commission. 


FREIGHT LOSS AND DAMAGE ACCOUNT 


The freight claim division of the American Railway Asso- 
ciation has prepared a summary of amounts charged to the 
freight loss and damage account for the year ended December 
31, 1927, divided among the principal causes and commodities. 
As compared with the previous year, the account shows an 
increase of 1.4 per cent, or $525,744, divided as follows: 











Decrease 

(*In- 

1927 1926. crease) 

Rough RAMGUNHET ««..0.0:0 0 cccces $10,342,269 $ 9,624,342 $717,927 *7.5 
Unlocated damage .......... 7,960,407 7,538,047 422,360 *5.6 
OS ee ae 3,518,613 3,380,936 137,677 4.1 
Defective equipment ....... 2,939,720 3,047,299 107,579 3.5 
Concealed damage .......... 2,673,474 2,420,105 253,369 *10.5 
WOEGE Saas teeesditucasececices 2,603,309 2,623,718 20, 8 
Loss entire package........ 2,139,057 2,531,459 392,402 15.5 
Other unlocated loss........ 1,739,142 1,878,822 134,680 7.2 
Error Of GMPlOVe ..<cceccece 912,480 920,686 a 9 
Improper handling, loading. 816,115 831,755 15,640 1.9 
Freezing or heater failure.. 764,089 724,599 39,490 *5.4 
Robbery entire package.... 694,355 738,940 44,585 6.0 
Improper ref. or vent....... 669,040 735,369 66,329 9.0 
Robbery other entire pkg... 456,781 575,561 118,780 20.6 
COMGGRIOR WEE -6ccccvcceescs 267,406 301,261 33,855 11.2 
Fire or marine loss.......... 216,802 319,416 102,614 32.1 
CE vba nica decee seseuiban 28,443,175 27,503,678 939,497 *3.4 
EE GRRIOGE. 5. cies s.ccevncouns 10,269,884 10,683,637 413,753 3.9 
WED csincscimieseees pence $38,713,059 $38,187,315 $525,744 *1.4 


While the account, as a whole, reflects an increase, substan- 
tial decreases continue to show in the loss items such as loss 
of entire package, robbery, and concealed loss. Rough handling, 
unlocated and concealed damage are responsible for greater part 
of the increase as reflected in the commodity items, fresh fruits 
and vegetables, live stock, furniture, sewer pipe, etc. 


FREIGHT ROBBERY LOSSES 


Losses in 1927 due to robbery of freight while in transit on 
the railroads of this country were the smallest for any year 
since 1920 when the compilation of these figures began, accord- 
ing to reports compiled by the protective section of the Amer- 
ican Railway Association, which says: 


Robbery losses in 1927 amounted to $1,151,136. This was a de- 
crease of $163,365 or nearly 12.4 per cent below those for 1926 and a 
reduction of $11,575,811 below those for 1920, when robbery losses were 
the greatest for any one year in the history of the railroads. 

Claims paid in 1927 due to loss of entire packages as a result of 
robbery amounted to $694,355, a decrease of $44,585 compared with 
1926. Robbery losses due to theft from packages of freight taken 
while in transit amounted to $456,781, or a decrease compared with 
the year before of $118,780. 

Since 1920 there has been a constant reduction each year in 
losses due to robbery of freight in transit and indicates the effective- 
ness of the protection afforded. This decrease in such losses is due 
to a number of things including more efficient personnel in the rail- 
way police force, closer cooperation between. the police departments 
of connecting lines which result in the more edna exchange of 
information, placing of train riders on trains carrying particularly 
valuable shipments, improved methods of patrolling yards and inspec- 
tion of trains within yards and at water tanks and closer cooperation 
between railway police and state, county and city police authorities. 


MOTOR VEHICLE LEGISLATION 
The House committee on interstate and foreign commerce 
will begin hearings on the Parker bus regulation bill (H. R. 
12380) Tuesday, April 10. (See Traffic World, March 31, p. 810.) 


FINAL VALUATION REPORT 


Valuation No. 1002, Millers Creek Railroad Co., opinion No. B-642, 
135 I. C. C. 527-42, final value, for rate-making purposes, of the 
property owned and used for common carrier tg ap x found to be 
$172,798, and of property used but not owned, $48, as of June 30, 1918. 
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April 7, 1928 


BARGE LINE EXPANSION 


The Traffic World Washington Bureau 


Operations of the Inland Waterways Corporation in 1927 
resulted in an operating loss of $21,808.28, according to testi- 
mony before the House committee on interstate and foreign com- 
merce given by Major General T. Q. Ashburn, chairman of the 
board of the corporation, in the hearings on the Denison barge 
expansion bill. Summarizing the financial results of the govern- 
ment’s barge line agency, General Ashburn said: 


The corporation was organized by act of Congress approved June 
3, 1924, and a complete reorganization of the service was affected in 
August, 1924. 

The average loss per year up to this time was $973,305. With four 
months’ operation under the reorganization this loss dropped to $532,- 
610.42. The first full year’s operation reduced this = ae $34, 519.39, 
and the second full year saw a substantial profit of $219,511.96. 

From the year 1927 the operating results were as Slew: Upper 
Mississippi Division, net loss—$91,719.98; Warrior Division, loss—$191,- 
524.46; Lower Mississippi Division, net income, $261,436.16. The total 
net result was an operating loss for the whole service of $21,808.28. 

Omitting the loss of $91,719.98 on the Upper Mississi pi Division, 
the net geerggn | result for the Mississippi-Warrior Service, compar- 
able with that 1926, would have been a profit of $69,911.70. 

The losses on the Warrior Division for 1927 as compared with 
1926 were reduced $108,375.15, and in November of last year the 
Warrior Division actually made a net profit of $6,181.03, including 
depreciation. For January and February the results on the Warrior 
are very favorable and it is my fixed opinion that before the end of 
the calendar year 1928 the Warrior will be self-supporting. 

In drawing attention to the losses on the Upper Mississippi, it is 
only with a view of arriving ot Le gape ead results on the Mississippi - 
Warrior Service for 1926 and 1927, and not with the idea of making 
any invidious comparisons. Those in charge of the operations on the 
Upper Mississippi Division foresaw that such a loss was inevitable 
and would always be attendant upon the inauguration of any new line. 

I cannot say definitely what the results for the year 1928 will be 
on the Upper Mississippi, but certainly the prospects of carrying a 
great deal of tonnage are alluring, and there is a possibility that the 
operations for 1928 may show a profit. 

Therefore, in neers the net result, it is only necessary to 
analyze what caused the difference on the Lower Mississippi Division 
between the profit of $261,436.16 for 1927 and the profits of $519,411.57 
for 1926. This is a difference of $257,975.41. 


General Ashburn said the less favorable showing in 1927 
than in 1926 was due to increased costs of operation and de- 
creased revenues. He outlined difficulties that arose from flood 
conditions, both during the time of the Mississippi flood and 
after the flood. Another explanation for the operating results 
was that unusual expenses were encountered in connection with 
repairs and reconditioning of barges. He said approximately 
$40,000 worth of claims for damages due to the hurricane late 
in 1926 were adjusted in 1927 and appeared as an operating 
expense of 1927. A cause given for increased expenses was the 
high cost of fuel oil and the utilization of larger quantities 
of oil due to more towboats being in operation and greater con- 
sumption of oil by “state type” boats per ton mile than by the 
“city type” boats. General Ashburn said a substantial saving 
in fuel cost would be made this year owing to advantageous 
fuel oil contracts. He said there were a large number of 
extraordinary expenses in 1927 that did not occur in 1926 and 
would not in all probability occur in 1928. He said equipment 
amounting to approximately $94,000 had been retired in 1927, the 
last of the antiquated equipment received from the war time 
operations. He said an entire fleet of 4 towboats and 19 barges 
had been rehabilitated, besides putting the old fleet in order. 
Said he: 


Unless we have unfortuitous circumstances, such as cyclones, 
wrecks, fires, etc., during 1928, it appears that we are in better shape 
than ever before. 

If the results for 1927 are analyzed, due weight being given to 
extraordinary conditions and unavoidable expenditures, and the whole 
reduced to a normal operating basis, it will be seen that the result 
is what is to be expected, a reduction in the average cost per ton 
handled, as the tonnage increases, and not an increase, as the bald 
figures show. 


Asked by Representative Rayburn, of Texas, how the books 
stood for the time the corporation had operated since 1924, 
General Ashburn said there had been a loss of $406,414 after 
$1,335,346 of depreciation had been taken into account. In 
other words, he said, the corporation had actually taken in 
about $1,000,000 more than it had paid out. 

“Do you think it will take from 20 to 25 years to complete 
the demonstration?” asked Mr. Rayburn. 

General Ashburn said there were so many factors entering 
into the matter that no man could definitely make a statement 
as to that. 

Mr. Rayburn asked if it would reasonably take ten or 
fifteen years. P 

“Reasonably, yes,” replied General Ashburn. 

Asked by Representative Newton as to provision being made 
for additional equipment and extension of the barge service, 
General Ashburn said he would rather let Congress determine 
those questions. 

“Is there any doubt in your mind that there would be ample 
tonnage for additional equipment?” asked Mr. Newton. 

General Ashburn said he had absolute confidence in the 
surveys of the Department of Commerce showing potential ton- 
hage offerings. 

The general said savings to the public in freight rates, on 
account of barge line operations, totaled $2,302,000 in 1927. 
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Representative William E. Hull, of Illinois, made a state- 
ment in favor of extension of the barge line service as advo- 
cated before the committee by others. He said he favored an 
additional appropriation of $15,000,000, instead of $10,000,000. 

Representative Rayburn asked about the proposal for an 
increase of $50,000,000 in the capitalization of the corporation, 
as proposed several months ago by middle western shippers. 
Mr. Hull said he did not favor that proposal. Representative 
Newton asked if the $50,000,000 proposal represented the action 
of the Mississippi Valley Association and Mr. Hull said it did 
not. It was Mr. Hull’s judgment that it would take 15 to 25 
years to carry the government barge line experiment to a suc- 
cessful conclusion. 

“If it pays,” said he, “it will make no difference if it runs 
15, 20 or 25 years.” 

Witnesses who had appeared before the House committee 
appeared before the Senate commerce committee at a night 
session on March 29. Other witnesses heard by the House 
committee in support of the expansion program were O. A. 
Reynolds, secretary of the Dubuque (Ia.) Chamber of Commerce; 
Charles Steward, secretary of the Nebraska Farm Bureau Feder- 
ation; W. R. Ogg, representing the American Farm Bureau Fed- 
eration; A. W. Donalson, of the Yankton (S. D.) Chamber of 
Commerce; J. D. Youmans, of New Orleans; Representative 
Strong, of Kansas; John Petersen, of the Minneapolis city 
council, and T. F. Cunningham, vice-president of the Mississippi 
Valley Association. 

The House committee adjourned the hearings March 30 
until April 4. 


General Ashburn continued his testimony before the House 
committee April 4, discussing with members of the committee 
the situation with respect to interchange of traffic between the 
barge lines and the railroads. The general said it was not 
difficult to: get established joint routes and joint rates but that 
the difficulty was “getting divisions of accruing revenue.” 

“I think that if Congress desires to expedite the establish- 
ment of these joint rates, joint routes and equitable divisions,” 
said he, “that the Commission might be required to lay down a 
basis of joint routes and rates, and it ought to have the power 
to require water and rail carriers interested therein to enter 
into’ negotiations covering equitable divisions within 30 days 
of the establishment of such route, and if such interested parties 
are unable to agree upon such equitable divisions within 90 
days, then the Commission should have the power, by order, 
to establish equitable divisions to become effective coincident 
with the establishment of such rates.” 

An amendment to the Denison bill giving effect to that 
suggestion was offered by the general. 

General Ashburn thought that within ten years the govern- 
— could dispose of the barge lines to private capital at a 
profit. . 
W. M. Hough, general freight agent of the Inland Water- 
ways Corporation, discussed at length problems relating to 
interchange of traffic between the barge lines and the railroads 
and the need for increasing the arrangements for such inter- 
change. 


Interrogation of General Ashburn was continued by mem- 
bers of the committee at the hearing April 5. Representative 
Burtness, of North Dakota, asked if private capital would op- 
erate barges on the rivers on which the government barges 
were operating. General Ashburn said that so long as the gov- 
ernment was operating, it would be foolish for private capital 
to go in in opposition to the government and that the only way 
private capital would get in the business would be by buying 
the government lines. 


Mr. Burtness asked questions as to the benefits of the 
barge service being extended to interior points through joint 
rate and route arrangements. The General said if that could 
not be done, there would be no justification for the government 
barge service. He said one of the arguments made when the 
corporation was created was that all the people were being 
taxed for the purpose of developing water transportation and 
that the benefits should be extended to all. 


General Ashburn said a private owned common carrier 
service had been established on the Ohio River and that those 
back of that enterprise had obtained barge operating cost fig- 
ures from him. He said that that was one of the great values 
of the government service—that of developing facts and figures 
as to cost. 

“We are on top—we are making money,” said General Ash- 
burn when Representative Merritt, of Connecticut, asked ques- 
tions relating to the experience of the government under fed- 
eral control of the railroads. 

Representative Merritt remarked that he supposed if the 
barge line operation proved successful, there would be a move 
to _ the government go in the transportation business on 
lan 

Representative Shallenberger, of Nebraska, read trons a re- 
print from the Grand Island (Neb.) Daily Independent of an 
article by President Ryan, of the Nebraska Traffic League, and 
rate expert of the Grand Island Chamber of Commerce, headed, 
“Why Missouri River Navigation Cannot Benefit Interior Ne- 
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braska.” In this article Mr. Ryan referred to I. and S. No. 
2909, the case in which the railroads sought permission to re- 
duce the eastbound transcontinental rate on canned goods from 
$1.05 to 90 cents and in which the Commission authorized a 
rate of 98 cents, and the fact that the barge line had objected 
to the reduction. 

“Your corporation resisted the rail reduction in the rate on 
canned goods?” asked Mr. Shallenberger. 

General Ashburn called on Mr. Hough, of the corporation, 
to discuss that case. Mr. Hough explained that the barge line 
opposed the proposed reduction, along with the intercoastal 
steamship lines, because if the 90-cent rate were made effec- 
tive, the barge line could not have participated in the canned 
goods traffic by water and rail. To save that tonnage, said he, 
the protest was made. 

Mr. Shallenberger asked if the barge line could have met 
the 90-cent rate. Mr. Hough explained that the barge line could 
not make the rate low enough to attract the traffic in competi- 
tion with a 90-cent rate. The congressman said he had under- 
stood Theodore Brent to say that rail lines could not compete 
with the barge lines. Mr. Hough said this was a case where 
the rail lines felt they could reduce the rate and get back ton- 
nage that had gone to the water lines. 

Mr. Brent, recalled as a witness, said, with respect to the 
90-cent canned goods rate, that the rate via the barge line to 
Chicago was 80 cents and that Chicago wanted rail service at 
the price of water service and that was what the barge line 
had protested against. He said if the rail rate were reduced to 
within 10 cents of the barge rate, the value of the water serv- 
ice would be destroyed. He said he stood by his previous state- 
ment that any railroad that attempted to give rail service at 
water rates would go broke. 


Representative Burtness brought up discussion as to-the 
Commission retaining its minimum rate power. Mr. Hough 
said the Commission should have that power as to rail rates. 
He agreed with Mr. Burtness that if the Commission did not 
have that power, there would be danger to water transporta- 
tion. Representative Newton. of Minnesota, said he disagreed 
with Mr. Hough. He said if the minimum rate power was to 
be continued, it would be better to go to government operation 
of the railroads. 


Mr. Brent said if the minimum rate power were taken from 
the Commission, section 15a would be destroyed. He said rail 
revenue must be provided or there would be no railroads. He 
referred to competition of steamship lines and said that that 
had demonstrated the necessity of some regulating force. Mr. 
Brent made an additional statement as to the necessity for more 
joint rail and barge rates to the end that the barges might be 
used to their capacity. 


Statements in support of the barge expansion program were 
made by Mayor Gilman, of Sioux City, Ia., Representatives Mc- 
Duffie and Oliver, of Alabama, and John B. Waterman, of Mo- 
bile, Ala., of the Waterman Steamship Company. Mayor Gilman 
urged establishment of government barge service on the Mis- 
souri River, and the others spoke in favor of further develop- 
ment of the Warrior River barge service. 


Duncan Appears for Railroads 


Declaring that the railroads were not opposing federal ex- 
penditures for improvement of the waterways and had not 
opposed the experimental demonstration as to barge line opera- 
tion under the present law, C. S. Duncan, economist of the 
Association of Railway Executives, told the House committee 
April 6 that what the railroads did desire was a “fair trial” of 
the barge experiment, and that one of the requirements for 
such a trial was “a fair competitive basis’ where all the costs 
were known and received due consideration. 


Before additional appropriations were made for the barge 
lines, said Mr. Duncan, there should be an authoritative ascer- 
tainment of the facts with respect to the entire cost, and other 
aspects, of this experimental transportation service, with a view 
to determine whether or not, under the operating and other 
conditions applicable to private capital, the enterprise could 
be made successful. He said it was the committee’s duty to 
ascertain if the enterprise was operating at a loss and inform 
the public as to the amount thereof before making additional 
appropriations and commitments. 


“It is my purpose in appearing before you,” said Mr. Dun- 
can, “to raise certain inquiries with respect to the bill now 
before the committee in the hope that these inquiries will be 
satisfactorily answered before final action is taken on H. R. 
10710.” 


Mr. Duncan then reviewed how the government got into the 
barge line business in the war period and the developments 
that finally resulted in creation of the Inland Waterways 
Corporation in 1924. He said, while the original purpose of the 
government was to obtain relief from war-time freight conges- 
tion on the railroads, the operation in the post-war period had 
been for an entirely different purpose—a demonstration with 
the end in view of transferring the lines to private operation. 
He quoted from congressional committee reports in support of 
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his statements, and also referred to statements made by General 
Ashburn, of the waterways corporation. 

“From all of these statements,” continued he, “we have 
gained the clear and definite understanding that government 
operation by the Inland Waterways Corporation and under the 
provisions of the act approved June 3, 1924, was merely and 
solely to be an experimental enterprise. It was to be an ex- 
perimental demonstration, conducted by the Secretary of War 
until such time as its success or failure might be made apparent. 
It was to be conducted precisely as a private operation would 
have to be conducted. The crucial test of its success or failure 
is to be whether or not private capital will invest in it. With 
respect to the length of time the demonstration was to con- 
tinue, it may be said that there was clearly and definitely in 
the mind of those who proposed and advocated the act that a 
five-year period would be sufficient to demonstrate the feasibility 
or infeasibility of such operation.” 

Mr. Duncan said that “we have not gained an erroneous 
impression from this legislative action” was shown beyond doubt 
by a statement made by President Coolidge in his annual mes- 
sage to Congress of December 6, 1927, wherein the President 
said the government had put on some demonstration barge lines 
“but always with the expectation that if they prove profitable 
they would pass into private hands and if they do not prove 
profitable they will be withdrawn,” and also that a request 
for government operation of barge lines was “very nearly the 
equivalent of a declaration that their navigation is not profit- 
able.” 

“It is our understanding,” said Mr. Duncan, “further, that 
the experimental demonstration to be carried on by the govern- 
ment corporation, namely, the Inland Waterways Corporation, 
was not only to show the feasibility of water transportation in 
itself, but the feasibility of such operation as a private enter- 
prise. . . . The government operation of barge lines is to be 
judged by an absolute and direct comparison with private op- 
eration. This certainly means that it shall account for all 
items of expenditure which a private enterprise would have to 
meet and should be required to face all the problems which a 
private operation would have to face, and that its success shall 
fairly be judged by the remaining profits, after all expenses 
are met, as to whether or not they are such as to attract private 
capital.” 

Discussing the essentials of a fair test, Mr. Duncan quoted 
General Ashburn as to factors the latter said were necessary 
to the success of such an undertaking, ‘namely, a suitable nav- 
igable waterway, suitably designed equipment, suitable ter- 
minals, balanced freight, cooperation with the railroads, and 
equitable division of accruing revenue between rail and water 
carriers. He then discussed each of these factors and quoted 
from statements in support of the contention that these condi- 
tions had been met. 

Mr. Duncan then entered on a discussion of the regulatory 
provisions now in the law that governed the situation and 
showed that, though the Commission had limited jurisdiction 
as to through traffic via water and rail lines, the Inland Water- 
way Corporation was free to set its purely port to port rates 
without reference to the Commission. Continuing, he said: 


It must be remembered, however, that it lies within the juris- 
diction of the Interstate Commerce Commission, under paragraph 
2 of section 4 of the interstate commerce act, to see to it that 
if a carrier by rail, that is in competition with a water route, 
reduces the rates on the carriage of any kind of freight to and from 
competitive points, that carrier shall not be permitted to increase 
such rates again until, after a hearing by the Commission, it shall 
be found that such proposed increased rates rest upon changed con- 
ditions other than the elimination of water competition. 

If this interpretation of the law is correct, then we must 
conclude that the Inland Waterways Corporation can set its rates 
from port to port as it chooses without reference to the Com- 
mission, and can manage and control such service freely without 
reference to the Commission. In a word, the water lines now are 
protected fully against the rail competition without a corresponding 
protection for the railroads against the water competition. 

So much for these regulatory provisions in the existing law 
which govern the relationship between the railroads and the opera- 
tions by the Inland Waterways Corporation. 

These six factors enumerated by the chief executive of the 
Inland Waterways Corporation, as appears from the record, have 
all been reasonably and satisfactorily met. Z 

Commenting with apparent satisfaction on all these essential 
factors in successful water transportation, the annual report of 
the chief executive of the Inland aterways Corporation says: 

“It is my opinion that the problem has been solved on the 
lower Mississippi alone, and that it could be operated by private 
capital as a profitable venture; but those conditions necessary to 
the successful operation of a great common carrier have not yet 
been created upon the Warrior or the upper Mississippi division; 
nor is it probable that they could be created by private capital. 
The government must therefore continue its demonstration and ex- 
perimental work upon these rivers until they, too, have. become self- 
supporting, supplying the necessary funds for such purposes from 
the profits of operation of the lower Mississippi section.” 

As we understand it, therefore, the Inland Waterways Corpora- 
tion was created as an instrument through which the govern- 
ment intended to put on an experimental demonstration as to the 
feasibility of successful inland water transportation until such time 
and only until such time as its success or failure might be made 
apparent. In the words of the committee’s report recommending 
the passage of the act creating the Inland Waterways Corporation— 

“After the enactment of this bill the secretary of war can 
operate the barge lines in accordance with the same business prin- 
ciples that would be followed by a private transportation company. 
And it is the opinion of the committee that if they can not then 
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operate it successfully and at a fair profit private capital could not 
do so; that further expenditure of government funds for the im- 
provement, of our inland waterways would be useless and should 
be stopped. 

The essential condition set up by this experimental demonstration 
was that this corporation should operate precisely as a private cor- 
poration would need to operate. The alleged handicaps under which 
operations were carried on prior to the creation of this corporation 
were removed by legislative action on June 3, 1924. In so far as 
we can see, the essential factors for successful transportation by 
water, if success here is possible, have been reasonably met. 

Government barge operation has been in service nearly ten years. 
The first five years were undoubtedly formative and development 
years. The last five years, 1923 to 1927, inclusive, have been sub- 
stantially normal years and probably as nearly normal as any years 
to come. 

We, therefore, propound our first inquiry: Is it not a fact that 
indefinitely continued government subsidy, ownership and operation 
of inland water transportation in competition with private enter- 
prise is contrary to this established public policy? 

As a basis for further inquiries we desire to state the position 
of the railroads with respect broadly to the entire question raised 
here: 

First: The railroads have offered, and are offering no opposition 
to federal expenditures for improvements on these inland waterways. 

Second: The railroads have offered and are offering no objec- 
tion to this experimental demonstration under the provisions of the 
“act to create the Inland Waterways Corporation,’ as they under- 
stand those en and their purpose. They voiced no opposi- 
tion to that bill and did not appear at the hearings. They do not 
offer any objection td the carrying out of a fair test of the practica- 
bility and feasibility of transportation on inland waterways under 
the terms that have been stipulated, namely, 

a. That it be carried on as a private corporation would have to 
carry on. 

ves 7m its test of success is whether or not private capital will 
invest in it. 

ec. That with attendant success, the government will immediately 
dispose of these facilities to private enterprise. 

d. That, lacking this success, it will be deemed a failure and 
further government subsidy will cease. 


Third: The railroads have steadfastly refused to be aren in a 
position of opposition to the development of any legitimate form 
of transportation service, whether on the water, in the air or over 
the highways, that is economically justifiable, that is, pays its own 
way, and is demanded by the public. The people of this country, of 
course, have an undisputed right to every means of transportation 
they want on this basis. : 

Fourth: The rail carriers do desire, however, that a fair trial 
of this experiment shall be made. In their opinion the requirements 
for a fair trial are— 

1. A fair competitive basis is where all the costs are known and 
are given due consideration. 

2. That in so far as there is common carrier service on inland 
waterways in competition with common carrier service by rail, 
there should in all fairness be common provisions for regulation in 
that common carrier service, as to— 


a. Accounting requirements, 
b. Rates schedules published and adhered to, and 


c. Full responsibility for adequacy, dependability and economy 
of service. 


Fair competition can not be had where one competitor is com- 
pelled to operate under full regulation and the other competitor is 
left ‘free to set its purely port to port rates without reference to 
the Interstate Commerce Commission.”’ 

In order to give some emphasis to this point it is desired to 
set forth through two or three brief excerpts the theory of rates 
under which the Inland Waterways Corporation now operates. These 
excerpts are from the annual report of the Inland Waterways Cor- 
poration for 1926. It says: 

“Water rates, like all other transportation charges, are in the 
original instance made to secure as high revenues as the traffic will 
stand and develop. From this basis of fully remunerative rates re- 
ductions are made as the carrier is compelled to yield in first one 
direction and then another to various forms of competition.” 

“One of the most pervasive regulators of the present barge line 
water rates is the force of rail competition. The railroad admin- 
istration roughly approximated the relative value of the slower 
and less frequent barge service at 80 per cent of the cost of con- 
temporaneous rail service between competitive points. We get this 
wherever we can. Our general basis of class rates has been published 
and is presently held at this relative formula.” 

It states further: 


“In measuring these competitive forces the first objective is to 
see that the rate is remunerative in and of itself, and to weigh care- 
fully each transaction to see that the tendency of each quotation 
is to support and not weaken our general water rate structure upon 
the basis of comparison. These are all transactions in which the traffic 
manager and his assistants bring to bear daily upon the changing 
situation the force of initiative, modified and controlled by experience. 
There is no other description of the process that can be given, as 
each transaction is essentially empirical.” 

And lastly— 


“Joint rail-water rates, which rates are subject to the approval 
by the Interstate Commerce Commission, via the lines operated y the 
Inland Waterways Corporation, are made by deducting from the 
published all-rail rates 20 per cent of the all-rail rate between the 
Port of shipment and the port of discharge. For example, if the 
all-rail rate on a special commodity from Chicago to New Orleans was 
$6 per ton, and the all-rail rate on the same commodity from St. 

uis to New Orleans was $5 per ton, we would deduct 20 per cent 
of $5, or $1, for the all-rail rate, and the joint rail-water rate from 
Chicago to New Orleans would be $5.” 

This is the way the freight rates are determined apparently 
by the barge line. In its own words, it is ‘“‘free to set its purely 
port to port rates without reference to the Interstate Commerce 
Commission.” It is obvious that this means a straight 20 per cent 
discount to the shipper from the corresponding rail freight rates. 

The rate id for rail transportaion is all-inclusive as to ex- 
pense. No other expenses are paid directly or indirectly by the 
shippers. Rail transportation expenses include in addition to the 
Cost of the actual moving of trains, such other costs as 

a. The maintenance of equipment and handling of freight; 
Res provision and maintenance of its right of way, roadbed 

c. The payment of fixed charges on the investment in equipment; 
wa. — provision of terminals at the entire expense of the rail- 

e. Large payments to the government for taxes in various forms. 

Except for a portion of terminal charges, none of the last four 
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expenses enumerated are included in the charges on which the rates 
to the shipper by the Mississippi River barge line are based. 

The cost of shipping by the barge line includes rates paid by 
the shipper, 

a. Plus the cost to the federal taxpayer of providing and main- 
taining a navigable channel; 

b. Plus fixed charges on the government investment in floating 
equipment and terminals; 

ec. Plus the cost to the municipal taxpayers of providing local 
terminals at less than cost; 

d. Plus the sacrifice of local, state and federal taxes that would 
be paid by a private corporation. 

We do not know what these excess costs are in addition to 
the rate paid by the shipper. No one knows. But sufficient in- 
formation is available to indicate that they greatly exceed the twenty 
per cent reduction in rail rates supplied by government bounty. For 
a full knowledge with respect to this experimental demonstration this 
committee and the people of the country should have set up for them 
such cost accounts as would show whether or not the shippers fortun- 
ate enough to be able to utilize the barge lines are really paying the 
full cost of their transportation or are being subsidized, and to what 
extent, by the federal government at the expense of all the people. 

Upon this basis we make this further inquiry: Does not the fact 
that the-proposal of the pending bill for the government itself to 
subscribe for the entire new addition of ten million dollars to the 
capital stock of the Inland Waterways Corporation show that what 
has already been done by the government in its operation of the 
service for about six years prior to the creation of that corporation 
and by the corporation itself in the four years which have since 
elapsed, has not succeeded in the declared purpose of the government 
in attracting private capital to the enterprise?. 

We further inquire: Inasmuch as the transportation service on 
which the public is principally dependent and on which it must 
continue principally to rely is furnished by the railroads, should 
not the effect upon railroad service of unregulated competition by 
a subsidized government agency be given serious consideration and 
should not the problem be determined whether or not it is in the 
public interest that important competition, subsidized and sustained 
at public expense, with these essential railroad transportaion agencies, 
should be indefinitely maintained and further extended? 

We further inquire: Whether it is in the public interest that the 
consequent depletion of railroad revenues created by this unregulated 
and subsidized competition, which reaches out into the vital fields 
of supply of railroad traffic, should be made up by increased charges 
on other traffic, or whether, if this is not done, the public is to 
suffer impaired rail transportation facilities? 

We further inquire: Since the railroads are facing these in- 
evitable questions, is not the important question thus raised whether 
or not transportation on inland waterways should or should not be 
pt as the railroads now are, both as: to charges and as to 
service? 

In order to settle the important question still in the mind of 
Congress as to the attitude private capital will ultimately assume 
toward the service, it is manifest that the operations of the govern- 
ment must be conducted under the same conditions as to regulation 
and otherwise, and subject to the same charges as would apply to 
private ownership and operation. Subjecting inland water trans- 
portation to the same charges involves, if the real conditions are 
to be known, a careful ascertainment and setting up by the govern- 
ment of those charges that private capital would be obliged to incur, 
such as— 

a. Taxes, 

b. Interest charges, 

c. Return on investment, and 

d. Adequate depreciation reserves. 

It appears to us, therefore, that this present proposal to make 
this large additional investment from the public treasu in trans- 
portation on the inland waterways involves a careful consideration of 
the question whether or not the service can stand the test of economic 
justification. This question can not be determined in the absence 
of complete knowledge of all the pertinent facts. We do not know 
these pertinent facts. We believe that the committee does not know 
them, or if they do know them, they have not yet been disclosed. 
The public certainly does not know them. 

We, therefore, urge upon this committee that before additional 
appropriations are made and further commitment of the government 
in water transportation service, competing with private enterprise 
by rail, there should be set up a proper governmental system of 
regulation through the Interstate Commerce Commission, 

We further urge that before additional appropritions and further 
commitments of the government in this direction be made, there 
should be an authoritative ascertainment of the facts with respect 
to the entire cost, and other aspects, of this experimental transporta- 
tion service, with a view to determine whether or not under the 
operating and other conditions applicable to private capital, the en- 
terprise can be made successful. 

We urge upon this committee also that if this experimental 
demonstration is operating at a loss, it is the committee’s duty 
and responsibility not only to ascertain the amount but also to 
inform the public fully with respect thereto, before additional appro- 
priations and commitments are made. 





W. T. L. CLASS RATE HEARING 


What was said to be the final hearing in docket 17000, part 
2, Western Trunk Line class rates, and the cases joined with 
it, began at Chicago before Commissioner McManamy and Ex- 
aminers Koebel and Paulson April 5. It was variously estimated 
that from three to four weeks would be required. The follow- 
ing state commissioners sat with the commissioner and exam- 
iners: J. J. Murphy, South Dakota; C. L. Draper, Wyoming; 
A. R. McDonald, Wisconsin; B. M. Richardson, Iowa; and R. H. 
Dunn, Michigan. At the opening of the hearing, Commissioner 
McManamy said that, since the date of the announcement of 
the hearing, docket 20807, Chamber of Commerce of East St. 
Louis (Ill.) against the Santa Fe and others, had been added 
and, also, docket D-2164, of the Michigan commission, regarding 
petition of common carriers for investigation of class rates in 
Western Trunk Line territory (upper peninsula of Michigan). 

In his opening statement Commissioner McManamy out- 
lined the progress made in the proceeding. He did that, he 
said, “because of criticisms . . . made on behalf of Western 
Trunk Line carriers in a petition in another case, and in public 
addresses.” He referred specifically to language in the petition 
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of the W. T. L. carriers for reconsideration and modification 
of the Commission’s report and orders in the consolidated south- 
western cases, in which the carriers estimated that they were 
being deprived of approximately $1,000,000 of revenue, monthly, 
to which they were entitled, due to delay in disposition of the 
class rate case. 

“The history of the case will show that the carriers have 
been almost wholly responsible for any delay that has occurred,” 
declared the commissioner. “Since the filing of the peti- 
tion in this case the Commission has obviously used every rea- 
sonable means to expedite these proceedings. It could not, 
however, determine the question of whether the increases sought, 
variously estimated to amount to from 12 to 30 millions of dol- 
lars per annum, should be approved without a record indicating 
with reasonable accuracy the amount of the burden and where 
it would fall.” The latter had specific reference to the require- 
ment that the carriers make a terminal cost study and traffic 
test, the completion of which has held up the course of the 
proceeding. 

In reply to the commissioner, W. T. Hughes, of the Rock 
Island, general chairman of the carrier’s law committee, said 
much of the criticism of delay had been overcome and that, with 
the assurance the case would be pushed to a speedy conclusion, 
the carriers were prepared to cooperate fully to that end. 

The introduction of the results of the terminal cost study 
and the traffic test made by the carriers occupied the first day. 
According to L. E. Wettling, manager of the western carriers’ 
bureau of statistics, who was the second witness, the traffic 
test was probably the most extensive investigation of its kind 
ever undertaken. 

The detail of the formula used (Saur-Coverston) in the 
terminal cost study, the method of application, and general facts 
with reference to the traffic test were presented by Glenn Vivian, 
statistician for the C. M. St. P. & P. The traffic test, according 
to him, covered all L. C. L. traffic and all carload traffic that 
moved at Western Trunk Line class rates under the Western 
Classification. 

In making the terminal cost study, he said, certain “op- 
tional” accounts under the formula were not included, but, in 
connection with the Chicago switching case, a 100 per cent 
method had been used and, by comparing results in the Chicago 
district obtained by the two methods, it was found that the 
formula used throughout the territory provided for 90.8 per cent 
of. the switching costs, but as only 70 per cent of the total 
terminal costs were switching costs, addition of 6.4 per cent 
to the total results presented a correct picture. 

According to the testimony of Mr. Wettling, the cost study 
on the L. C. L. traffic.showed a figure of 32.17 cents a 100 pounds 
for two terminal services, as against a cost of 29.36 cents, shown 
in the study made in 1923, which had been introduced earlier 
in the proceeding and objected to by the state commissions 
because of its being out of date. The figures do not include 
anything for joint facilities, equipment, rent, taxes, or return 
on investment. Based on a test of the traffic between 61 points 
within the district, the basis of rates proposed by the carrier 
would increase revenue produced by traffic moving on class rates 
approximately 25 per cent, he said. 

Mr. Wettling also introduced further testimony with ref- 
erence to the present state of the revenues of W. T. L. carriers. 
The net railway operating income of the carriers in the western 
district, he said, was more than 46 million dollars less in 1927 
than in 1926. The rate of return on investment in 1927 made 
by carriers having over 90 per cent of their mileage in W. T. L. 
territory was only 2.97 per cent, according to him. Class I roads 
in the western district were deprived of more than 401 millions 


of dollars in revenue in 1927, through reduction in rates from ~ 


those prescribed in Ex Parte 74, he said. That computation, as 
he explained it, was made by determining the ton-mile revenue 
of 1919, equating that to the increases under Ex Parte 74 (an 
average of 32 per cent for the district, according to him) and 
multiplying the difference between that figure and the ton-mile 
revenue of 1927 against the revenue ton-miles for that year. 
The present rates, according to his figures, are 18.64 per cent 
under the basis prescribed in Ex Parte 74. 

Following the conclusion of the direct testimony of the 
carriers, which it was expected would be some time April 6, 
testimony was to be received from the state commissions. Ship- 
pers of the various states are expected to follow their respective 
commissions. The order of testimony will then be, according 
to the plan, the Mississippi River cities, Chicago, the Indiana 
interests, Michigan interests, other Official territory interests, 
other shipper organizations and shippers, and carrier rebuttal. 


FEBRUARY RAIL EARNINGS 


The net railway operating income of the Class I railroads 
in February amounted to $70,064,228, which for that month 
was at the annual rate of return of 4.79 per cent on their prop- 
erty investment, according to reports filed by the carriers with 
the Bureau of Railway Economics. In February, 1927, their net 
railway operating income was $69,516,412, or 4.89 per cent, on 
their property investment. The bureau, in its monthly state- 
ment, said: 
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Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in February is based on reports 
from 186 Class I railroads representing a total mileage of 239,690 miles. 

Gross operating revenues for the month of February amounted 
to $456,593,288, compared with $469,565,403 in February, 1927, or a de- 
crease of 2.8 per cent. Operating expenses in February totaled $348, - 
498,198, compared with $361,844,037 in the same month in 1927, or a 
decrease of 3.7 per cent. : 

Class I Railroads in February paid $28,868,556 in taxes, a decrease 
of $411,367 or 1.4 per cent under the same month in 1927. This brought 
the total tax bill of the Class I railroads for the first two months 
in 1928 to $57,401,454, a decrease of $1,361,813, or 2.3 per cent below 
the corresponding period in 1927. 

Twenty-seven Class I railroads operated at a loss in February, 
of which twelve were in the eastern district, three in the southern 
and twelve in the western district. 

Class I railroads for the first two months in 1928 had a net rail- 
way operating income amounting to $126,662,598, which was at the 
annual rate of return of 4.26 per cent on their property investment. 
During the corresponding period of the preceding year, their net 
railway operating income amounted to $130,932,678 or 4.52 per cent on 
their property investment. 

Gross operating revenues for the first two months in 1928 amounted 
to $914,018,263, compared with $957,152,423 during the corresponding 
period in 1927, or a decrease of 4.5 per cent. Operating expenses for 
the first two months’ period of 1928 totaled $711,895,814, compared 
with $749,834,503 during the corresponding period the year before, or 
a decrease of 5.1 per cent. 

Net railway operating income by districts for the first two months 
with the percentage of return based on property investment on an 
annual basis follows: 
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Eastern District 


The net railway operating income for the Class I railroads in the 
eastern district during the first two months in 1928 totaled $59,895,- 
989, which was at the annual rate of return of 4.79 per cent on their 
property investment. For the same period in 1927 their net railway 
operating income was $65,213,695, or 5.36 per cent on their property 
investment. Gross operating revenues of the Class I railroads for 
the first two months in 1928 totaled $448,743,898, a decrease of 7.2 
per cent under the corresponding period the year before, while op- 
erating expenses totaled $354,207,572, a decrease of 7.6 per cent under 
the same period in 1927. 

Class I railroads in the eastern district for the month of Febru- 
ary had a net railway operating income of $31,996,621, compared 
with $34,852,600 in February, 1927. 

Southern District 

Class I railroads in the southern district for the first two months 
in 1928 had a net railway operating income of $18,903,575, which was 
at the annual rate of return of 3.74 per cent on their property in- 
vestment. For the same period in 1927 the net railway operating in- 
come amounted to $21,660,009, which was at the annual rate of re- 
turn of 4.50 per cent. Gross operating revenues of the Class I rail- 
roads in the southern district for the first two months in 1928 
amounted to $127,044,320, a decrease of 6.1 per cent under the same 
period the year before, while operating expenses totaled $98,628,172, 
a decrease of 4.9 per cent. 

The net railway operating income of the Class I railroads in the 
southern district in February amounted to $10,354,522, while in the 
same month in 1927 it was $11,783,376. 

Western District 

Class I railroads in the western district for the first two months 
in 1928 had a net railway operating income of $47,863,034, which was 
at the annual rate of return of 3.93 per cent on their property in- 
vestment. For the first two months in 1927, the railroads in that dis- 
trict had a net railway operating income of $44,058,974, which was 
at the annual rate of return of 3.68 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in the 
western district for the first two months this year amounted to 
$338,230,045, virtually the same amount as that for the same period 
last year, while operating expenses totaled $259,060,070, a decrease of 
1.4 per cent compared with the first two months the year before. 

For the month of February, the net railway operating income 
of the Class I railroads in the western district amounted to $27,713,080. 
The net railway operating income of the same roads in February, 
1927, totaled $22,880,436. 

CLASS I RAILROADS—UNITED STATES 
Month of February 


1928 1927 

Total operating revenueS.........seeeeeees $456,593, 283 $469,565, 403 
Total ps cratered ee eee 348,498,198 361,844,037 
I oicing Sava ercaie oe cis Hota sine i 0d- cc eee eee . 28,868,556 29,279,923 
Net railway operating income............ - 70,064,223 69,516,412 
Operating ratio—per cent.......seseeeeeees 76.33 77.06 
Rate of return on property investment... 4.79% 4.89% 

Two Months Ended February 29 ~ 
Total operating reVenueS.........ceeeseee $914,018, 263 $957,152,4 
Total operating expenses...... seeenmMaleee 711,895,814 749,834,503 
TED 2+00n06s PR adder ened kere euene 57,401,454 . 58,763,267 
Net railway operating income............. 126,662,598 130,932,678 
Operating ratio—per Cent...........sesee. 77.89 78.34 
Rate of return on property investment... 4.26% 4.52% 


CREDIT EXTENSION BILL 


Representative Brigham, of Vermont, has introduced H. RB. 
12578, to amend paragraph (2) of section 3 of the interstate 
commerce act to permit any carrier to extend credit, under 
bond or other adequate protection, for not more than sevel 
days, exclusive of Sundays and holidays, after delivery or re 
linquishment of possession at destination of freight transported 
by it. 
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Freight Rates 


Twenty-sixth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 


by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Eastern Trunk Line Rate Structure—Part 1 


The territory between the western termini of the eastern 
trunk lines at Buffalo, Erie, Pittsburgh, and Wheeling; the 
eastern boundary line of the state of New York; the Atlantic 
Ocean; the line of the Norfolk & Western Railway from tide- 
water at Norfolk through Petersburg, Lynchburg, and Roanoke, 
Va., to Kenova, W. Va.; and the ling of the Baltimore & Ohio 
Railroad from Kenova through Wheeling and Parkersburg, 
W. Va., to Pittsburgh, is known as Eastern Trunk Line Terri- 
tory or simply as Trunk Line Territory. The district is an 
important part of Eastern Territory and of Official Classification 
Territory. Traffic moving between points in the district is 
handled by the carriers that comprise the membership of the 
Trunk Line Freight Association, with headquarters in New York. 


Traffic Characteristics 


The territory served by the eastern trunk lines is one of 
dense population and of high traffic density. The states of New 
York, New Jersey, Pennsylvania, Delaware, Maryland, the Dis- 
trict of Columbia, and portions of Virginia and West Virginia 
are among the most densely populated states of the country, and 
the number of miles of railroad per square mile of territory is 
large. The average haul per ton of freight is high, due to the 
considerable volume of through traffic moving between Trunk 
Line Territory, on the one hand, and New Emgland, Central 
Freight Association, Southern, Southwestern, and other terri- 
tories. 

The tonnage moving in local and interterritorial traffic is 
not only large but well diversified. Minerals from the anthra- 
cite and bituminous coal mines of the district, as well as ores, 
sand, gravel, stone and slag; agricultural products; lumber 
and forest products; animals and the products of animals; and 
a huge volume of manufactured and semi-manufactured articles 
of all sorts from the factories and mills in the many large 
cities and small industrial towns, add materially to the tonnage. 
Raw materials for industrial use and further manufacture also 
swell the volume of traffic. Export and import shipments 
through the ports of New York, Philadelphia, Wilmington (Dela- 
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EASTERN TRUNK LINE TERRITORY 


ware), Baltimore, and Norfolk are items of great importance. 
Altogether, the traffic of the district is, perhaps, the greatest 
and most diversified of any traffic territory in the world. 


Carriers 


The district is served by many important trunk line rail- 
roads, including the New York Central, the Erie, the Delaware, 
Lackawanna & Western, the Lehigh Valley, the Pennsylvania, 
the Baltimore & Ohio, the Chesapeake & Ohio, and the Norfolk 
& Western, and the connections of these roads, as well as by 





a number of diaginal lines that intersect the trunk lines at 
many junctions, and by a number of short lines serving the 
tidewater cities and the hinterland beyond these ports. These 
roads are among the most important systems in the United 
States, standing high in volume of traffic originated and in 
tonnage carried per mile of line. 

Transportation facilities are provided also by numerous 
coastwise and inland waterway steamship lines, by railway ex- 
press service, and by motor trucks operating over a network 
of excellent roads. The competition among railroads and of 


Table No. 1 


EASTERN TRUNK LINE TERRITORY 


Class Rate Adjustments Between Western Termini Groups and 
North Atlantic Port Groups—Rates in Cents Per 100 Pounds 


Rates Between New York Rate Group Points and 


Classes: 1 3 4 5 
Buffalo 79 ‘ 54.5 37.5 32 
Pittsburgh ; 56.5 39.5 34 
Erie = 56.5 39.5 34 
Wheeling : 56.5 39.5 34 
Parkersburg : 66 46 39.5 


Rates Between Philadelphia Rate Group Points and 


Buffalo 68.5 : 37.5 
Pittsburgh . . 37.5 


Erie 5 ‘ 37.5 
Wheeling 5 37.5 
Parkersburg : 44 


Rates Between Baltimore Rate Group Points and 


Buffalo : . 37.5 32 
Pittsburgh ‘ : 36.5 31 
Erie Wf .f ‘ 36.5 31 
Wheeling A ‘ 36.5 31 
Parkersburg . 43 36. 


Rates Between Norfolk Rate Group Points and 


Buffalo 93 
Pittsburgh ‘ 93 
Erie 93 
Wheeling = 93 
Parkersburg * 93 


these carriers with each other and with the railroads is keen 
and is often reflected in the rates of these carriers. Industrial 
and commercial competition for sources of supply and for mar- 
kets, moreover, is active and acts as a rate determinate of 
primary importance. 


Early Trunk Line Rates 


The earliest class rates in Eastern Trunk Line Territory 
were based on mileage scales prepared for use over their lines 
by individual carriers. These rates were applied to local non- 
competitive traffic and were on a lower basis per ton per mile 
for traffic moving over the main lines of the roads than for 
traffic moving over the lines that branch from the main trunks 
of the railroads into the less densely populated and less im- 
portant industrial sections. The rates made by the individual 
roads on the basis of the mileage scales were completely lacking 
in the rate of progression with increases in distance as well 
as on widely differing levels of charges per ton-mile. There 
was, moreover, no uniformity in the relationship of the classés 
lower than first class to the first class rates, and no consistency 
in the use of classifications, each railroad using its own. It 
may be said of Eastern Trunk Line rates that “they were not 
made—they accumulated.” 

Local non-competitive commodity rates followed much the 
same course of development, except, of course, that these rates 
were based usually on much lower ton-mile factors and that 
distance was not as acutely reflected in these as in class rates. 


The situation was quite different, however, in the construc- 
tion of rates between competitive points. Industrial and com- 
mercial competition, the rivalry among railroads for traffic, and 
the competition of the railroads with steamship, wagon, and, 
later, motor freight carriers, exerted a powerful influence on 
rate construction. Cities and industries came to be served by 
several rail lines or by other carriers, rival industries served 
by different railroads competed for identical markets, and fac- 
tories and mills in and about certain cities and towns competed 
with one another in marketing their products in a number of 
scattered consuming centers. 
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Railroads, in the early days of industrial and commercial 
development, made rates on short-haul traffic to compete with 
wagon carriers and with steamship lines and adjusted both 
long and short distance rates to meet railroad and industrial 
competition. A widespread system of market competitive rates 
—class and commodity—was developed, modifying the mileage 
bases on which individual carriers had constructed rates fér 
their local traffic. The effort was made by each road to con- 
serve and develop its own traffic and to protect the industries 
and communities it served, by rate adjustments. These adjust- 
ments sometimes resulted in devastating rate wars, when the 
efforts of several carriers clashed. The rates of the railroads 
and the protective tariff duties stand together as factors con- 
tributing to industrial development in the period of economic 
history between the Civil War and the opening of the twentieth 
century. Neither has ceased, for that matter, to be important. 


The Present Class Rate Structure 


The class rate structure in effect at present is without 
definite form or basis such as characterizes the class rate adjust- 
ments in New England or in other territories to be discussed 
later. Distance is a factor in class rate construtcion in this 
territory, as in all other territories, but it is not reflected 
directly in the rates. The maze of routes and competing rail 
junction points, coastwise and inland waterway competition, 
motor freight competition, and the competition of industries and 
markets cause distance often to be ignored or discounted, and 
the influences of the various competitive factors tend, more than 
any other factor, to nrold the structure. 

Rates are made to and from various groups that surround 
the Atlantic ports, the western rail termini, the Virginia Cities, 
the central New York cities, and the more important inland 
cities and towns in Pennsylvania, New Jersey, Delaware, and 
Maryland. These group to group rates are affected to some 
extent by the relative distances between the groups, but this 
factor is often discounted by other factors and the size of some 


Table No. 2 


EASTERN TRUNK LINE TERRITORY 


Westbound Group Rates Between Interior Rate Groups and Wesi- 
ern Termini Groups—Rates in Cents Per 100 Pounds 


From Albany Rate Group Points to 


Classes: 1 3 
65 . 46 
Pittsburgh : 54.5 
Erie . 54.5 
Wheeling 68. 54.5 
Parkersburg ‘ 64 


From Utica Rate Group Points to 


Buffalo ® 51 41. 28.5 
Pittsburgh 68.5 54. 38 
Erie 68.5 54. 37.5 
Wheeling 68.5 54. 39.5 
Parkersburg . 81 64 44 


From Syracuse -Rate Group Points to 


5 34 
5 51 
5 


44 
3 
58.5 


5 


Erie 
Wheeling 
Parkersburg 5 


68.5 54.5 
Pittsburgh . §1 40.5 
Erie . 66.5 53.5 
Wheeling 66.5 53.5 
Parkersburg : 79 63 


Pittsburgh 

Erie 

Wheeling 66. 
Parkersburg ‘ 63 


of the groups is such as to make accurate reflection of distance 
impossible. The cities and towns that constitute the nuclei of 
the groups are used as bases and the rates from or to tributary 
points in the groups are made by spreading the rates applicable 
to the leading cities of the groups over the surrounding ter- 
ritory. In some cases, arbitraries are added to the group 
basing rates to determine the rates to points in tributary ter- 
ritories. Thus, certain class rates from and to stations in the 
southern section of New Jersey are made by adding arbitraries 
to the Philadelphia group rates, and rates to points in Delaware, 
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Maryland, the District of Columbia, and Virginia are made by 
adding arbitraries to the Philadelphia, Wilmington, and Balti- 
more rates, respectively. 

The rate groups are not geographical divisions of the ter- 
ritory, but lists of rate points including the important industrial 
and commercial cities, suburbs, and towns, and including all 
competitive points, while excluding, often, non-competitive and 
non-industrial stations within the districts. The groups are not 
constant in character,. but change, often, with the points of 
origin and destination of the traffic. In general, the shorter the 
haul and the less important the movements of traffic, the smaller 
are the groups. Long-haul competitive traffic groups are often 
large and inclusive. The boundaries are often indefinite, and 


Table No. 3 


EASTERN TRUNK LINE TERRITORY 


Eastbound Group Rates from Western Termini Groups to Eastern 
Interior Groups—Rates in Cents Per 100 Pounds 


From Buffalo Rate Group Points to 


Classes: 1 


Syracuse 
Rochester 
Altoona 
Cumberland 


Albany 
Utica 
Syracuse 
Rochester 
Altoona 
Cumberland 


68.5 
59.5 


Rochester ‘ . 46 
Altoona =: H 


5 
5 
Syracuse 56 = 5 
5 
Cumberland 5 


74.5 ; 39.5 
68.5 39.5 
Syracuse 67 39.5 
Rochester 67 39.5 
Altoona a 62.5 34.5 
Cumberland : 62.5 34.5 


Albany 2 46 
Utica J 43.5 
Syracuse . 43.5 
Rochester 4 4 
Altoona " ; 9 7 
Cumberland S 4 37 





points placed in one group in connection with traffic to or from 
one destination or origin group are often assigned to another 
group on other traffic or on traffic to or from other destinations. 


Trunk Line Rate Groups 
The most important Eastern Trunk Line groups include: 


1. The North Atlantic ports, including New York, Brooklyn, and 
other points in the New York harbor; Philadelphia and points in the 
Philadelphia harbor, including Wilmington, Del.; Baltimore and Balti- 
more harbor points; and Norfolk, Newport News, and Hampton Roads 
and other Norfolk ‘harbor points. 

The central New York groups, including Albany, Schenectady, 
Utica, Syracuse and Rochester, N. Y. 

The Virginia cities, including Norfolk, Newport News, Ports- 
= % Pinner’s Point, Richmond, Lynchburg, Strasburg, Suffolk, 
Peterabure, Roanoke, Charlottesville, Levington, Staunton and Waynes- 

oro a. 

4. The Western termini of the eastern trunk lines, including 
Buffalo, Black Rock and Dunkirk, N. Y.; Pittsburgh, Irvineton, Corey, 
Oil City, Titusville and Erie, Pa. Huntington, Charleston, Kenova 
Wheeling and Parkersburg, W. 

Interior Pennsylvania ee ‘Maryland groups, including Harris- 
burg, Altoona, Connellsville, Scranton and Wilkes-Barre, Pa.; and 
Cumberland, Ma. 


Rates Between the Western Termini and the Ports 


The rates in both directions between the groups constitut- 
ing the western termini of the eastern trunk lines and the north 
Atlantic port groups and the territory tributary in a rate sense 
to these groups are constructed on a basis of the rates applying 
between New York and Chicago. This adjustment is observed 
as the basic or 100 per cent scale, and the western termini- 
Atlantic port group rates are based on varying percentages of 
these rates. The percentage reflects distance to some extent 
and railroad and commercial competition to a much greater 
extent. 

Thus, the class rates between New York and Chicago 


First class $1.42, second class $1.24, third class 94.5 cents, fourth 
class 66 cents, fifth class 56.5 cents, sixth class 47.5 cents. 
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Here are three other Penn- 
sylvania freights whose reg- 
ular on time arrivals have 
earned them distinctive 


names: 


“THE COLONEL”’ 
Perishable — Merchandise 
Chicago to Louisville 


“THE BIG SMOKE” 
Merchandise 
Columbus to Chicago 


“THE THOROUGHBRED” 
Live Stock 


Indianapolis to Pittsburgh 
and Seaboard Cities 


THE TRAFFIC WORLD 


“Uncle Sam” 
A big Market Basket 





on Wheels 


*“UncLE Sam”’ is one of the great fleet of 61 
named Pennsylvania freight trains that have 
set remarkable records for regularity and 
dependability. 


| aia in this era of telephones, the house- 

wife going a-marketing is a familiar sight. 
Now, as in bygone days, she takes her basket 
on her arm, raises her parasol and trips blithely 
to butcher and grocer—determined to get the 
freshest goods for her table. 


One of the main reasons why the Eastern 
housewife is always assured of obtaining the 
choicest fruits, vegetables and meats is ‘‘Uncle 
Sam.”’ Every day this big Pennsylvania freight 
brings the ‘“‘perishables’’ of the West and 
Southwest through St. Louis to Eastern Mar- 
kets. 


While the good housewives of the seaboard 
sleep peacefully, ‘‘Uncle Sam’”’ comes roaring 
down the rails, bent on bringing in his load on 
time. Through the lowlands, over mountains 
and rivers, past hamlets and cities rolls this 
Pennsylvania freight pulled by locomotives of 
the modern type—the kind equipped to keep 


an important freight train on schedule. 


‘Uncle Sam”’ doesn’t take any chances with 
hot weather. So when the big rattler pulls 
out, every bunker is filled to the brim with 
ice. And lest these cool preserving chunks be- 
gin to get low “‘Uncle Sam”’ rolls into the ic- 
ing station at Columbus, Ohio. 


Here he doesn’t stop to talk to the iceman’s 
daughter. There’s no waiting. Up go the 
hatches and the yawning bunkers are again 
filled—quickly and efficiently at the rate of 
one car per minute. And at Huntingdon, 
Pennsylvania, more ice insures the freshness 
of his precious’ cargo until it reaches the 
Eastern Markets. 


7 


Regularly and dependably ‘‘Uncle Sam”’ leaves 
St. Louis on time—and just as regularly he 
reaches the Eastern Markets. Month after 
month this big carrier has kept its schedule 
with a consistency that has won for it a repu- 
tation as one of the most reliable trains among 
the Pennsylvania’s ‘‘Limiteds of the Freight 
Service.”’ 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA KRaILROAD 
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are used to construct rates between New York and the follow- 
ing termini groups: 


Pittsburgh group, 60 per cent of the New York-Chicago rates. 

Erie group, 60 per cent of the New York-Chicago rates. 

Wheeling group, 60 per cent of the New York-Chicago rates. 

Parkersburg group, 60 per cent of the New York-Chicago rafes. 

Buffalo group, 60 per cent of the New York-Chicago rates less 
differentials of six cents for the first two classes, and two cents for 
third to sixth classes, inclusive. 


Rates between Philadelphia group points and the western 
termini are made by deducting differentials from the rates ap- 
plying between the New York group and the western termini 
of the trunk lines. Rates between the Pittsburgh, Erie, Wheel- 
ing, and Parkersburg, and Philadelphia group points are con- 
structed by deducting differentials of 6 cents for the first two 
classes ‘and 2 cents for third, fourth, fifth, and sixth classes 
from the rates applying between the New York group and these 
groups. The rates between Philadelphia and Buffalo are the 
same as those applicable between Philadelphia and Erie. 

Between Baltimore group points and the Pittsburgh, Erie, 
Wheeling, and Parkersburg rates are constructed by deducting 
differentials of 8 cents for the first two classes and 3 cents 
for third to sixth classes, inclusive, from the rates applying 
between these western termini and the New York group. The 
Baltimore-Buffalo group rates are made by deducing differen- 
tials of 6 cents for the first and second classes and of 2 cents 
for classes three, four, five, and six from the basic scale of 60 
per cent of the New York-Chicago class rates. 

The adjustment of class rates between Norfolk and the 
western termini of the trunk lines is based on differentials de- 
ducted from the basic rates applicable to New York. (Tables 
No. 1 and 2.) 

Interior Group Rates 


Rates between the western termini and the central New 
York groups and the groups in Pennsylvania and Maryland are 
constructed without any definite basis. The rates are influ- 
enced greatly by competition and, to a slighter extent, by 
competition.. The rates between the termini and the port groups 
based on 60 per cent of the New York or Chicago scale also 
have a bearing on these rates. The bases differ, in many in- 
stances, on westbound traffic from eastbound. Frequently the 
rates between the groups are related to the rates between cer- 
tain other groups, while in other cases the rates are based 
entirely on the mileage scales of the individual carriers without 
regard to relationships with other groups. 

Thus, the westbound rates from the Albany group to Pitts- 
burgh group points are constructed on the basis of the rates 
from Philadelphia to 60 per cent group points, but not less 
than the rates from Buffalo to Pittsburgh, while the east- 
bound rates are based on the rate applicable from Pittsburgh 
to New York City. The westbound rates from the Albany group 
to Erie are constructed on the basis of the Philadelphia to 
60 per cent group points rates, while the eastbound rates are 
92 per cent of the rates between the Erie and New York groups. 

Other group to group rates are made on the same principle, 
the only difference being the percentage of the termini-ports 
rate groups used. Table No. 2 is representative of the west- 
bound group rates, and Table 3 of the eastbound rate adjust- 
ments. 

In constructing eastbound class rates between western 
termini points and interior groups, the sixty per cent group 
territory is divided into seven subdivisions designated 60-1 per 
cent to 60-5 per cent, respectively; while the territory is sub- 
divided into seven lettered groups, 60-A to 60-G, inclusive, for 
westbound traffic. These rates are related to the sixty per cent 
territory groups by differentials or percentages to. reflect dis- 
tance and competitive factors more accurately. 


COMPENSATION FOR OPERATORS 


The Shipping Board, April 4, after a meeting with its manag- 
ing operators, approved a reduction of 1 per cent in the com- 
mission on outward cargoes paid as compensation to operators. 
The reduction, it was said, would apply to about six operators 
whose revenue returns had been such as to justify a reduction 
in the commission. The regular commission, applying to all 
operators, is 7% per cent on outward cargoes. Under the man- 
aging agency contracts, the board has the right to readjust the 
compensation from time to time. The operators also were urged 
at the meeting to consider further proposals for revising the 
basis of paying compensation. The board, it was understood, 
advised the operators that it would consider improvements sug- 
gested by the operators. 


CAPE COD CANAL PURCHASE 


The government, through the War Department, has taken 
possession of the Cape Cod Canal. Acquisition of the canal was 
authorized by Congress in.the river and harbor act approved 
January 21, 1927. The canal will be maintained by the govern- 
ment as a toll-free waterway. The government paid $11,500,000 
for the canal. 
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OCEAN FREIGHT RATES 


The Traffic World New York Bureay 


The full cargo markets continue on a hand to mouth basis 
with no material change in the conditions existing for severa] 
weeks. Rates are not sufficiently attractive to induce ship. 
owners to send their vessels here in ballast and only a few 
ships are arriving here with cargoes. Enough of the latter are 
available, however, to supply the demand for outward shipments, 
Owners generally are not inclined to fix their space in advance, 
confident that there will be no decline in rates, while shippers 
appear equally confident that sufficient tonnage for their needs 
can be obtained at any time. 

Opening of navigation on the St. Lawrence is now, close by, 
and as yet there is only a slight interest in charters. It is 
apparent that the first vessels will be fixed at the low rates 
prevailing last fall. 

Inquiries for coal from South America, April-May loading, 
are being quoted at $3.15 a ton to the River.Plate and $3.25 
a ton to Santos. Inquiries for sugar steamers from San 
Domingo to the United Kingdom or the Continent are confined 
largely to small vessels at rates approximating 19 shillings a 
ton. Additional ships can be placed for April-May loading at 
about the same rates. Inquiries on lumber from the Gulf to 
the River Plate for May loading are quoted by shippers around 
$14 a thousand feet. 

Brokers are advising their clients to cover their commit- 
ments for the immediate future at existing rates, pointing out 
that shipowners will not bring out vessels at lower figures and 
that they are taking the risk of higher prices in the event ofa 
revival in demand. 

The current level of heavy grain rates is as follows: From 
Montreal, May-June loading 3s per quarter to the United King- 
dom, 13c per 100 pounds to Antwerp-Rotterdam, 1314-14c to 
Hamburg-Bremen, and 16%c to the Mediterranean. 

Fortnightly sailings are to be established by the Panama 
Pacific Line, beginning with the sailing of the new California 
from New York June 2, for the Pacific coast. The change in 
schedule will involve ‘cutting one week from the round-trip 
time of the Mongolia and Manchuria, operating with the Cali- 
fornia in this fast passenger and freight service. Under the 
new arrangement the Mongolia and Manchuria will leave New 
York on Saturday instead of Thursday as heretofore, arriving 
at San Francisco on Wednesday and sailing again for New York 
on the following Saturday. The California makes the voyage 
in sixteen days. 

The Colombian Steamship Company, 17 Battery Place, an- 
nounce the first sailing of the newly inaugurated United States 
Shipping Board service to northern Brazil. 

Four 7,600 deadweight ton steamers, built by Todd Ship- 
building Company, Tacoma yard in 1920, have been assigned by 
the board for this service. The vessels are oil burners, with 
speed of 10% knots and will shorten the time of freight vessels 
to Para, Pernambuco and Bahia at least one day. 

The schedule of the first sailing starts from Philadelphia 
April 18, thence sailing from New York April 25 direct to 
Pernambuco, and is due Pernambuco May 11. This will be 
known as the Monthly Direct Service from New York and, in 
addition to Pernambuco, will also call at Maceio, Bahia and 
Victoria. 

The second vessel sailing May 2 from Philadelphia, from 
New York May 9, calling at Savannah, will carry cargo for all 
ports Para to Pernambuco. This schedule will be maintained 
on a sixty-day basis. 

Charles A. Devlin, Inc., Bourse Building, Philadelphia, will 
represent the line at that port, and the South Atlantic Steam- 
ship Company (Trosdal Plant & LaFonta) at Savannah. 

William E. Friedli, secretary of the U. S. Atlantic and Gulf 
West Coast of Mexico, Central and South America Conference, 
announces that, at the meeting April 2, the following changes in 
freight rates were made: 


West coast South American ports—Effective April 9, 1928: Thin- 
ners, paint and varnish, second class; urinals, see sanitary ware; 
sinks, see sanitary ware; sinks, iron, cancel; tacks, carpet and shoe, 
fron and steel, cancel; tacks, iron and steel, fourth class; tacks, thumb, 
second class; ammonium nitrate, 25 cents per cubic foot, all ports. 
The canned goods rate changed to read: ‘In tin cans, packed, or in 
bulk, pickled or in brine, in kegs or barrels.’ All other conditions the 
same. 

West coast Central American and Mexican ports—Effective April 
9, 1928: Paper and paper articles, viz.: Gum, second class; lubricating 
compound, see grease; mattresses, common, fifth class; mattresses, 
wire, fifth class. 


Rates on automobiles from north Atlantic to Black Sea and 
Levant base ports have been reduced by the Adriatic, Black Sea 
and Levant Conference from $12 per measurement ton on pack 
ages up to two and a half tons to $10 per measurement ton 02 
packages up to three and a half tons contract basis for the 
coming year. The reduction is a direct result of the disturb 
condition of rates in the New York-Antwerp trade, which has 
been brought about by non-conference competition. 

While through rates via Antwerp to southern Europeal 
points have been protected by the conference lines, it has bee? 
possible for shippers to take advantage of fhe low rates 1 
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was Houston selected as the | 
city in which to hold the 
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Electric 
Traction 


freight service is two to 
fifteen times faster between 


NEWARK 
ZANESVILLE 


OHIO 


and 


5000 


Miles of. Electric 
Railway Territory 
IN 


OHIO - IND. - MICH. 


The SOUTHERN OHIO PUBLIC 
SERVICE COMPANY also offers a 
new coordinated Steam and Electric 
Freight Service between Newark and 
Zanesville and Chicago and other 
“Monon” Points. 





15th National Foreign Trade 


Convention ? 
On April 25th, 26th, 27th. 




















There were many reasons. It has 
the facilities, and it has a Port 
that is of intense interest to the 
entire shipping world. 


Ghe 


Port of Houston 


offers many advantages to the 
shipper of goods consigned to 
or from points in the Great 
Southwest Empire. Wonderful 
storage and dock facilities, and 
enough railroads, 19 in fact, 
to assure prompt and efficient 
handling to and from the Port, 
as well as competitive rates. 


If you haven’t already received 
copy of the 


PORT BOOK 


send for it. It’s FREE. 
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SOUTHERN OHIO 
PUBLIC 
SERVICE CO. 


LLYLE E. BLAND 
Director ot Public Relations 
RICHARDS BLDG., ZANESVILLE, OHIO 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON - - £=TEXAS 


Write for your copy of our 
“‘Buyers’ and Shippers’ Guide’’ 
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Antwerp by consigning goods to forwarding concerns at that 
port and cabling or mailing instructions to have them forwarded 
to ultimate destination at the local rate. The combined local 
rates being lower than the through rate, the shippers have been 
enabled to make a worth-while saving in this way, especially 
on large consignments. 

A reduction of 2 a ton in automobile rates also has been 
made by the lines serving the French Atlantic ports, the new 
rate being $6 a measurement ton on packages not exceeding 
three tons. This cut was adopted to meet the competition on 
the Antwerp route and the lines to Marseilles have taken simi- 
lar action, as Marseilles is in competition with Bordeaux for 
south of France business. 

_ There is a possibility that the downward readjustment of 
rates may extend to other European services and to commodities 
other than automobiles, inasmuch as Antwerp is a great trans- 
shipment point. Sections which are likely to be affected, it is 
stated, are the Scandinavian countries, north central Europe, 
eastern Mediterranean and north Africa. 

Officials of steamship lines operating in the affected trades 
are seriously concerned over the situation brought about by 
the rate war in the Antwerp trade. They point out that the 
old rates represented only a small margin of profit, so that the 
new rates are not remunerative, and that, while they are de- 
sirous of cooperating with American manufacturers as far as 
possible at all times, there is a limit beyond which they should 
not be expected to go. 

The lines operating in the north Atlantic-Antwerp trade are 
the Red Star, Canadian Pacific, Canadian National, American 
Diamond and Lloyd Royal Belge, the latter two operating out- 
side of the conference. 

The American Diamond Line, a Shipping Board service, 
operated by the Black Diamond Steamship Corporation, with- 
drew from the conference last May. On March 20 the Shipping 
Board, on recommendation by the Merchant Fleet Corporation, 
adopted a resolution authorizing the line to make such long- 
term contracts as the operators might deem advisable in order 
to increase the volume of its traffic. 


PORT FOURTH SECTION CASE 


The Traffic World Washington Bureau 


Assistant Director Pitt, of the Commission’s bureau of traffic, 
and Examiner Boat resumed hearing this week on fourth section 
application No. 2040 and others, of the southern railroads, per- 
mitting them to make export and import rates between points 
in Western Trunk Line and central territories, on the ‘one hand, 
and Gulf and south Atlantic ports, on the other, without observ- 
ing the provisions of the fourth section. Prior hearing on the 
applications had been held at Chicago, IIl., Savannah, Ga., and 
New Orleans, La. 

This hearing in Washington was for the cross-examination 
of the theretofore heard witnesses and the submission of testi- 
mony in opposition to the grant of relief. The cast naturally 
divides itself into two parts, one part relating to the rates to 
and from the Gulf ports and the other to and from the south 
Atlantic ports. — oa 

Opposition to the. grant of relief comes from the north 
Atlantic port lines and shippers. There is also some disagree- 
ment among the southern lines as to the adjustment between 
the south Atlantic ports, on the one hand, and the Gulf ports, 
on the other. Primarily, however, the fight is by the northern 
lines and northern ports to prevent the making of rates to the 
southern ports on the basis of rates proposed by the southern 
lines. 

The Gulf port adjustment was the one that was taken up 
at the beginning of the Washington hearing. The key point in 
that adjustment is the proposed first class rate from Chicago 
to New Orleans 18 cents less than the rate from Chicago to 
New York, to which the east and west lines object because 
the distance between New York and Chicago and the distance 
between Chicago and New Orleans are nearly the same, with 
the edge slightly in favor of New York. That adjustment is 
ta follow the percentage system on rates between New York 
and Chicago in the making of rates from points east of the 
Mississippi in the triangle the angular line of which passes 
through Indianapolis from Chicago to Cincinnati. Cincinnati 
being an 87 per cent point, the rate from that point to New 
Orleans will be 26 cents less than the rate from: Chicago to 
New York. That adjustment will cause fourth section depar- 
tures south of the Ohio River, hence the application for relief. 
From points east of the Chicago-Indianapolis-Cincinnati line, ac- 
cording to the testimony of Joseph G. Kerr, assistant to the vice- 
president in charge of traffic of the Louisville & Nashville, there 
will be no departures in the rates from points south of the 
Ohio. These rates are the ones applicable on trans-Atlantic 
traffic. 

After W. M. Rhett, general foreign agent of the Illinois 
Central, had submitted corrections of. exhibits placed in the 
record at prior hearings, Mr. 
examination by E. L. Beach, of the Baltimore & Ohio, for the 
northern carriers; F. E. Brown, for the Port Authority of New 


Kerr was subjected to cross-. 
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York; W. H. Chandler, for the New York Merchants’ Association, 
and others opposed to the scheme whereby the southern lines 
hope to obtain traffic for the southern ports, via the north and 
south routes, in competition with the east and west routes to 
north Atlantic ports. . 

In general, Mr. Kerr said, that even with the rates from 
the affected territory made under New York the southern lines 
would have hard work in obtaining business on account of the 
disadvantages, other than rail distances, under which they 
labored, among which were the longer steaming distances to 
the foreign trans-Atlantic ports. 

Mr. Rhett, after he had submitted corrections to his exhibits 
placed in the record at former hearings, was also subjected to 
cross-examination in behalf of the northern lines and shippers. 
He was asked many questions about the Knott arbitration award 
of 1907 in which the question was as to the port relationship 
of rates to south Atlantic and Gulf ports, a case in which he 
took a leading part. 

Seemingly, the efforts of the crossexaminers, especially 
H. J. Wagner, C. R. Seal and W. H. Chandler, was to bring out 
the disagreement between the Mississippi Valley lines and the 
lines serving the south Atlantic ports, particularly by empha- 
sizing the fact that while the differential of New Orleans under 
New York from Chicago was eighteen cents, the differential to 
the south Atlantic ports was only nine cents. Questions along 
the same lines were propounded to C. H. Kirtland, commercial 
agent in New York, of the Florida East Coast, and F. H. Behring, 
commerce agent of the Southern Railway. 

E. K. Morse, traffic manager of the Munson Steamship Co., 
was the first of the opposition witnesses. He dealt particularly 
with the adjustment proposed to the West Indies, claiming that 
it would unduly prefer the Florida East Coast car ferry route 
to Havana, Cuba, and hurt the steamer lines. 

L. E. Oliphant, vice-chairman of the Central Freight Asso- 
ciation, gave a list of the Central Freight Association lines which, 
he said, were opposing the grant of relief in accordance with 
applications made by Boyd and Speiden within the last two 
years. He said those lines, however, were asking for relief in 
accordance with the applications made in 1910, which all the 
time since then have suspended the operation of the fourth 
section pending hearing on the applications filed seventeen years 
ago. After he had done that he was asked to and did name the 
Illinois Central, the C. M. & St. P., the Chicago & Eastern IIli- 
nois and the Chicago, Indianapolis & Louisville (Monon) as 
supportig the recent applications. Mr. Oliphant said that the 
C. F. A. lines, other than those supporting the recent applica- 
tions, had raised questions as to the legality of the concurrences 
used by Boyd and Speiden in filing the recent applications and 
that that question would be treated in the briefs. 

Opposition to the grant of relief was also expressed by 
E. G. Seidle, of the Armstrong Cork Comhpany, and J. W. Rob- 
erts, general superintendent of transportation, eastern region, 
of the Pennsylvania system. Alfred J. Kelley, of D. C. Andrews 
& Co., New York, foreign freight and customs brokers, pre- 
sented by Mr. Chandler in the time allotted to those opposed 
to the grant of relief, explained the methods of traffic solicitation 
in the territory west of the Buffalo-Pittsburgh line, east of the 
Missouri and north of the Ohio, the placing of insurance and 
a host of details necessary to carry on export and import traffic, 
the pull of competition in the handling of such traffic, and the 
limitations foreign buyers put upon their orders so as to assure 
the minimum of expense in getting goods out through the ports 
of the United States. 


HANDLING CHARGES PROPOSAL 


Vegetable oil consumers, through John B. Gordon, Washing- 
ton representative of the vegetable oil industries, have noted a 
protest against a proposal of the Pacific Westbound Steamship 
Conference to abolish an arrangement whereby the steamship 
companies and the transcontinental railroads jointly absorb the 
handling charges between shipside and tank cars on all trans- 
continental shipments of Chinawood oil, cocoanut oil, soya bean 
oil and perilla oil. If the arrangement is abolished, says Mr. 
Gordon, the Pacific ports will lose a large volume of vegetable 
oil business to New Orleans and Atlantic coast ports. The pro- 
posal was scheduled for consideration by the steamship con- 
ference at Seattle April 4. 


MARINE LEGISLATION 


The House committee on merchant marine and fisheries was 
expected to reach agreement before the end of this week on 4 
merchant marine bill. It was understood that the committee bill 
would provide for aid to the merchant marine through govern- 
ment loans for construction of ships, mail contracts, and crea- 
tion of naval reserve, and also deal with the question of marine 
insurance. Representative Wood, of Indiana, renewed his efforts 
looking toward inclusion in the bill of a provision for equaliza- 
tion of American and foreign shipbuilding costs through pay- 
ments by the United States government. 

“The Middle West Foreign Trade Committee is much pleased 
with the prospects for constructive merchant marine legislation 
at the present session of Congress,” says H. B. Arledge, special 


April 





ion, 
ines 
and 
3 to 


rom 
ines 
the 
hey 
} to 


bits 
l to 
ers. 
ard 
ship 

he 


ally 
out 
the 
yha- 
der 
l to 
ong 
cial 
ing, 


Co., 
arly 
chat 
ute 


SSo- 
ich, 
vith 
two 
f in 
the 
irth 
ars 
the 
Illi- 

as 
the 
ica- 
ces 
and 


by 
.ob- 
ion, 
ews 
pre- 
sed 
tion 
the 
and 
ffic, 
the 
ure 
orts 


ing- 
da 
ship 
ship 
the 
uns- 
ean 
ible 
pro- 
0n- 


was 
na 
bill 
oTn- 
rea- 
rine 
orts 
iza- 
ay- 
sed 


tion 
cial 


April 7, 1928 


Put your plant 


where it will thrive 


THE TRAFFIC WORLD 







The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


Montour Railroad Comp any ~ Oliver Buildin 
Pittsburgh>Pa. <CU0 


4 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 
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representative of the committee in Washington, in a statement, 
continuing as follows: 


At this time it appears that the Senate and House will agree 
upon a composite bill, which may be known as the Jones-White bill, 
that will carry aids to induce private enterprise to take over serv- 
ices from the government and at the same time will insure the 
proper and efficient maintenance of our essential shipping lines, ap- 
erated by the shipping board through private American companies, 
until private enterprise can show its ability to take over these lines 
for permanent maintenance. 

Legislation is urgently needed to aid private companies and to 
prevent the abandonment of many of our lines through sales under 
contracts that will not insure the permanent maintenance of lines, 
as the present law clearly intends and in fact directs. But so long 
as pressure is constantly put on the shipping board to get rid of the 
lines, and the law is not sufficiently strong to protect the board 
against this pressure, we can expect the essential service to soon 
vanish from the seas. If a majority of the shipping board is forced 
to declare that lines must be sold, even though the members of the 
board know that such sales under present conditions are contrary 
to the mandate of the merchant marine act, 1920, that sales are only 
to be made when they will result in the permanent maintenance of 
the lines, then the need of additional legislation is manifest. 

It is most encouraging to know that the present legislation is 
being drafted in a non-partisan manner and that a large majority 
of the Congress has indicated it will support legislation to insure the 
permanent maintenance of our shipping lines, either by private en- 
terprise, or by both private enterprise and by the government so 
long as conditions prevent private enterprise from maintaining all 
the services required. 


FOREIGN SOIL JOINT RATES 
The Traffic World Washington Bureau 


Representative Swing, of California, intends introducing a 
bill in the House of Representatives amending subdivision 1 of 
paragraph 2 of section 1 of the interstate commerce act so as 
to have it apply to “common carriers within the United States 
using a foreign line of railroad as a part of a through route 
for the transportation of persons or property from any place 
in the United States through a foreign country to any other 
place in the United States.” The language within quotation 
marks is intended to be a proviso defining the scope of the 
application of the first section. 

A further proviso intended to be offered by Mr. Swing is 
“that the Interstate Commerce Commission is hereby author- 
ized to regulate, by appropriate order or orders, running only 
against such common carriers within the United States, all 
charges made for any service rendered in such transportation 
of persons or property; also all rules, regulations and practices 
in connection therewith.” 

As the law now reads the Commission’s jurisdiction over 
such rates is “only in so far as such transportation 
takes place within the United States.” 


The bill is to be introduced at the suggestion of the San 
Diego (Calif.) Chamber of Commerce. The subject has been 
under discussion on account of the trouble San Diego has with 
rates over routes through Mexico back into the United States. 
Edgar B. Byers, manager of the traffrc department of the San 
Diego Chamber of Commerce, has been discussing the subject 
with Representative Swing and Commissioners Aitchison and 
Esch, addressing the latter because at the time the correspond- 
ence was begun Mr. Esch was chairman. The immediate cause 
of the discussion and the determination to seek change in the 
law was the Commission’s decision in San Diego Chamber of 
Commerce vs. A. & V., 102 I..C. C. 27-30. The Commission dis- 
missed that case for lack of jurisdiction to establish for the 
future the through routes and joint rates sought by San Diego. 
The Commission said that the failure of the carriers to open 
the San Diego gateway to through traffic, thereby allowing San 
Francisco, Sacramento and Oakland industries to get into San 
Diego territory and denying San Diego industries the privilege 
of getting into territory served by industries in the other cities 
presented “an unreasonable and prejudicial situation which was 
in the power of the defendants to remove and should be re- 
moved.” That language of the Commission and the pressure 
brought to bear by the San Diego Chamber of Commerce, in the 
opinion of Mr. Byers, caused the carriers to give San Diego the 
relief it sought. 

However, not all situations have been satisfactorily dis- 
posed of, hence the suggestion that the first section be amended 
in the way indicated so there will be no doubt about the juris- 
diction of the Commission to require United States lines having 
rails in foreign countries to make reasonable joint rates from 
and to points within the United States even if their routes do 
traverse foreign soil. 

In a letter to Mr. Swing, Mr. Byers says it “seems reason- 
able that American carriers choosing to use, as part of their 
through route between points in the United States, a foreign 
line through a foreign country should be so amenable to our 
laws as to be subject to the regulation of the Interstate Com- 
merce Commission to the same extent as the lines entirely 
within the United States. That is, it should be possible for the 
Commission to prescribe just and reasonable rates for the 
future over such routes by an order operating only against that 
portion of the American carrier’s routes lying within the United 
States.” 

Chairman Esch said that “it is believed that power to pre- 
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scribe rates to be exacted in the future for transportation in 
the United States and also in a foreign country could be ex. 
ercised only pursuant to a treaty between the two countries.” 
He pointed out that any attempt by Congress to prescribe a 
rate for that part of the transportation in a foreign country 
would be an attempt to exercise extraterritorial jurisdiction; 
that if Congress might exercise such jurisdiction it necessarily 
followed that a foreign country could exercise jurisdiction of 
the same sort over rates applicable via routes through the 
United States. He said that if both countries undertook to 
regulate the same through rates it was pretty certain that con- 
flict, confusion, and much inconvenience to shippers and con- 
signees would be the result. 

“Under the circumstances,” said Mr. Esch, “we probably 
would not feel justified in recommending the passage by Con- 
gress of such an amendment to section 1 of the act as you 
suggest.” 


BOSTON TO SOUTH AMERICA 


The addition of Boston as a regular loading port for the 
American Republics Line, which operates between north At- 
lantic ports and the east coast of South America, was approved 
by the Shipping Board April 3. Heretofore Boston has been a 
regular port of this line only for homeward cargoes, vessels sail- 
ing direct to Boston from their last port of call in South America. 
By the new schedule the vessels will load at Boston, proceed 
to Philadelphia and then to New York, from which port they 
will sail direct to the River Plate. A monthly schedule of this 
service will be maintained. 


COMMERCE IN U. S. SHIPS 


American flag vessels in the month of January carried 32.7 
per cent, by value, of domestic exports and 31.5 per cent of 
general imports, in the foreign trade of the United States, as 
compared with 36.89 and 33.25 per cent, respectively, in January, 
1927, according to the monthly summary of foreign commerce 
issued by the Department of Commerce. 

In the six months ended with December, 1927, American 
vessels carried 34.5 per cent of domestic exports and 32.8 per 
cent of general imports, as compared with 35.57 and 31.43 per 
cent, respectively, in the corresponding period of 1926. 





NEW YORK PORT CONGESTION 


Concurring in the views of the New York and New Jersey 
Pilot Commissioners, who recently drew up a comprehensive 
plan for relieving port congestion and increasing the safety of 
navigation in the Port of New York, the special committee of 
the Maritime Association (New York Maritime Exchange) which 
has just concluded an exhaustive survey into conditions, has 
made public its recommendations to the board of governors. 

Important among the many suggestions are those calling 
for widening the present ship channel from 800 to 1,200 feet 
and the dredging of the Hudson River from shore to shore as 
far north as Fifty-ninth Street to a depth of forty feet in order 
to give deep draft liners more steerageway. 

The committee recognizes the small part New York is play- 
ing as a grain export center and holds that the diversion of 
grain to other ports is due to inadequate storage facilities. 
Thirty years ago New York possessed grain elevators with a 
storage capacity of approximately 17,000,000 ‘bushels, wheres at 
present its facilities provide for storage of approximately 4,500,- 
000 bushels. 

This situation can be remedied, the committee believes, by 
providing adequate storage space, and it holds that, if private 
capital is not available for the purpose, the city or state should 
provide the improvements. 

The committee, headed by Eugene F. Moran, president of 
the Moran Towing and Transportation Company, is made up 
also of Jacob C. Reichert, Howard E. Jones, William F. Hay- 
_— James P. McAllister, Frederick Coykendall, and M. M. 

rockett. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, for January, 1928 and 1927, com- 
piled by the bureau of statistics of the Commission from carrier 
reports, show the following: 

Loaded _ car-miles—1,332,742,000 for January and 1,391,758,000 for 
January, 1927.7 

Empty _ car-miles—796,240,000 for January and 849,763,000 for 
January, 1927. 

Net ton-miles—36,269,000,000 for January and 39,233,000,000 for 
January, 1927. 

Average number locomotives on line—30,619 for January and 31,394 
for January, 1927 

Average number freight cars on line—2,488,189 for January and 
2,526,248 for January, 1927. 

Per cent unserviceable total locomotives—15.8 for January and 
16.6 for January, 1927. 

Per cent unserviceable total cars on line—5.8 for January and 
5.6 for January, 1927 

Car-miles per car day—27.6 for January and 28.5 for January, 1927. 

e- per loaded car—27.2 for January and 28.4 for Jan- 
uary, 4 
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“A Good Story 


about the ERIE” 


Mr. John J. DeLaney, Traffic Manager of the American- 
LaFrance & Foamite Corporation at Elmira, had several car 
loads of fire apparatus due to sail on the Steamer California 
from New York. 


It was a case of having the shipment aboard the ship 
within 24 hours after the cars were loaded. A heavy snow 
storm didn’t help matters any. 


But when an Erie shipper needs action, the whole Erie or- 


ganization, from top to bottom, turns in to give it to him. 


“I want to thank the Erie for the extraordinary service,” 
Mr. DeLaney writes in an unsolicited letter. ‘The service was 
absolutely perfect. All the Erie men, including the Superintend- 
ent, the train dispatchers, the agent and even the laborers, 
worked very hard and co-operated to the fullest extent humanely 
possible to enable us to make the ship. We assure you of our 
great appreciation of this aid.” 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, * 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ‘ x 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 4 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Damages—Measure of 

Virginia—Question: In connection with your answer to 
“Wisconsin” on page 428 of the February 18, 1928, Traffic World, 
in which you refer to page 1512 of the December 24, 1927, Traffic 
World and page 206 of the July 23, 1927, Traffic World, you 
state that the general rule is that the market value at destina- 
tion at time of delivery or at the time the goods should have 
been delivered is the basis for determining the amount recover- 
able for loss of or damage to shipments. 

You also state in February 18, 1928, Traffic World: 


That until the question has been determined by the Supreme 
Court of the United States, the basis for settlement of claims by 
carriers will no doubt be influenced, to some extent, at least, by 
the holding of the courts in the jurisdiction where suits would be 
— in the event that the shipper found it necessary to bring 
action. 


I have always understood that in cases of loss or damage 
the carriers had the privilege of replacing the goods or of settling 
on the basis of the cost at destination, whichever they preferred. 
In your answer you state that the retail value at destination 
is the proper basis for setttlement. I understand this to mean 
that the profit is to be added at destination. In other words, if 
I buy a commodity in New York for $1 plus freight here, making 
it cost $1.25, and I sell that commodity for $1.50, do you mean 
that ordinarily $1.50 would be the proper amount to make claim 
for, or would I have to go to court and let them decide if I 
tried to collect $1.50 instead of $1.25? 

If the carrier acknowledges that they were at fault they 
would pay the $1.25 without any suit, but I imagine it would 
necessitate a suit if I tried to collect $1.50. 

Take another’ case, if I sold a customer in New York a 
commodity for $1.25 and he in turn retails that commodity for 
$1.50, the shipment is lost and he asks me to file claim for him, 
should I file claim for $1.25 or $1.50? 

The_point I wish to bring out is—does the market value at 
destination mean the price that the commodity could be bought 
for at destination, or is it the price at which it would sell for 
at destination, and is it not a fact that if a claim was made at 
the price the article could be bought for at destination, the 
carrier would make a settlement without any argument, but if 
the claim was filed at the selling price at destination, would it 
not in the majority of cases result in a suit? 


Answer: The decision of the court in Crail vs. Illinois 
Central R. Co., 21 Fed. (2) 836, contains a review of the law 
relating to the measure of damages for loss of goods in transit. 
If the decision in this case is affirmed by the Supreme Court 
of the United States the retail value at point of destination is 
the basis upon which damages may be recovered for loss of 
goods in transit. 

Rebating—lIllegality Not Limited to Carrier and Shipper 

California—Question: The terminal tariff of the X Railroad 
provides that the X Railroad “will assume the actual cost of un- 
loading” certain traffic. 

Practically all car unloading is performed by organized car- 
unloading companies and, through custom and practice of long 
standing, the shipper is permitted to designate which company 
shall perform this service in connection with his shipment. 
The unloading charges assessed by the various unloading com- 
panies vary according to the commodity, but so far as we know, 
all companies exact from the carriers the same charge for any 
given commodity. 

Competition between these car-unloading companies is par- 
ticularly keen and they are continually striving to gain the 
favor of shippers in having their company designated to perform 
the unloading by giving superior service in the way of reporting 
any overs or shorts or damage, recoopering small damages, etc. 
The car unloading companies are obtaining $1 per ton on a 
certain commodity and we have been approached by an organiza- 
tion and submitted a proposition wherein they will refund to us 
20 cents per ton out of the $1 charge which they collect from 
the carriers. Can we lawfully accept this money? 

Our question seems to be: Can a second party who per- 
forms a certain terminal service in connection with an interstate 
shipment who is reimbursed for this service by a common car- 
rier out of a freight rate that is on file with the Interstate Com- 
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merce Commission, lawfully refund to a third party who is qa 
shipper, part of the revenue so obtained? 

If you can provide us with any cases on this point, either 
court or Commission, you will assist us. 

Answer: In U. S. vs. Spencer Kellogg & Sons et al., 12 
Fed. (2d) 612, decided May 7, 1926, the court held in effect that 
grain elevators, receiving wheat from lake boats and trans- 
ferring it to railroad cars as part of through shipments, violated 
the Elkins act if they rebated to consignee part of the elevating 
charges collected from carriers. That the act in question wag 
applicable to “any person or corporation,’ even though there 
was no connivance or collusion between the elevator and the 
carrier. 

In Spencer Kellogg et al. vs. U. S., 20 Fed. (2d) 459, com- 
plainant questioned the applicability of the Elkins act to the 
situation in the former proceeding, but the court held in effect 
that the offense (rebating) is not limited to cases between car- 
rier and shipper, but Congress intended to prohibit all rebates, 
concessions or discriminations with respect to railroad trans. 
portation. 

Application for a writ of certiorari in this case was denied 
by the Supreme Court of the United States in U. S. 571, Spencer 
Kellogg & Sons, Inc., vs. United States of America. See page 
1225 of the November 26, 1927, Traffic World, under the caption 
“Grain Elevation Concession Case.” 

Accordingly, the plan you outline would likewise be illegal. 

Delivery by Steamship Company—What Constitutes 

New’ York.—Question: <A large flour mill on the Pacific 
coast consigned to us at New York several carloads of flour 
and shipped same on an order notify bill of lading—draft and 
bill of lading at a New York bank. 

This flour was purchased c..i. f. New York and was routed 
via one of the intercoastal steamship companies. Will you 
please advise who is responsible, not only for loss and damage 
to flour while same is on the docks at New York before delivery 
is taken, but who is liable in case someone is hurt, due to flour 
tumbling over on the docks? 

For your information, this flour is unloaded by the boat 
company and placed on skids by either the boat company’s 
employes or the dock’s employes. We have absolutely nothing 
to do with the loading of this flour on skids, or, in other words, 
we have absolutely nothing to do with the handling of this flour 
on the docks, until our trucks take delivery at the regular load- 
ing platform for loading trucks. 

It is my contention that the consignees have positively no 
control of this flour until same has been delivered to our trucks 
and therefore we should not be liable whatsoever. 


Would appreciate it very much if you would kindly let us 
have your views on this subject, also, if possible, would appre- 
ciate your listing several decisions of this kind. 


Answer: In the absence of a special contract, goods will be 
regarded as properly delivered when deposited upon the proper 
wharf at their place of destination, at a proper time, and natice 
given to the consignee, after which he has had a reasonable time 
and opportunity to remove them. Stone vs. Clyde 8.8. Co. (N.C.), 
51 S. E. 894; Farmers, etc., Bank vs. Champlain Transportation 
Co. (Vt.), 56 Am. Dec. 68; The Middlesex, 17 Fed. Cas. No. 9, 533. 

The different consignments must be properly separated, 
so as to be open to inspection by their respective owners, and 
a fair opportunity afforded the consignee to remove his goods, 
and notice, or a valid excuse for not giving it, followed by a 
reasonable time for removal, is indispensable; and a mere de- 
posit of goods upon the carrier’s own wharf, the goods not being 
separated and set apart from the rest of the cargo, and there 
being no acceptance by the consignee, and no reasonable time 
or opportunity for their removal, is not a delivery to the con- 
signee. Rosenstein vs. Vogemann, 184 N. Y. 325, 77 N. E. 625; 
The Titania, 131 Fed. 229; Redwood vs. Liverpool, etc., Steam- 
boat Co., 46 N. Y. 578, 7 Am. Rep. 390. 

The notice to take the place of actual delivery must be a 
reasonable one properly directed to the consignee’s business 
address, unless the bill of lading provides that the consignee is 
bound to be ready to receive his goods on the ship’s readiness 
to discharge, otherwise that they may be landed without notice, 
and at his risk after they leave the deck of the ship, in which 
case, if the consignee is not ready to receive on the ship’s readi- 
ness to discharge, the ship may land the goods without notice, 
and, if landed in suitable weather, with opportunity to remove 
them without injury, the vessel is absolved from all further 
liability; but even under such a clause if they are discharged 
at an improper time, or exposed to known and imminent peril 
of loss, without due notice, the ship will be held liable for 
breach of duty, and any right of the carrier under the contract 
to compel consignees to take goods shipped “from alongside” 
is waived by the carrier unloading the goods on to the dock. 
Although the liability of the ship as common carrier ends after 
reasonable notice to the consignee to remove the goods, and 
failure to do so, a liability as bailee follows until the consigneé 
accepts the goods, and if the goods have been discharged upon 
a wharf; and this where freight is landed from the vessel at its 
destination on its platform or wharf, and the consignees are noti- 
fied of its arrival, pay the freight, and remove part of the goods, 
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THE INLAND WATERWAYS CORPORATION 
Major General T. Q. Ashburn, Chairman of the Board 


The Secretary of War, Governor 





Operating the 


Mississippi-W arrior Service 


FEDERAL BARGE LINE 


REOPENING 
UPPER RIVER SERVICE 


SEASON 1928 


Service -will be resumed on the Upper Mississippi Division of the 
Inland Waterways Corporation 


on 


April 2, 1928, at St. Louis; 
April 7, 1928, at Dubuque, Iowa; 
April 7, 1928, at Twin Cities. 


When in operation it is expected to have regular service as follows: 


UPSTREAM DOWNSTREAM 
Leave St. Louis - - Monday 10PM Leave Minneapolis - Wednesday 9 AM 
Arr. Dubuque - - Saturday 1PM Leave St.Paul - - Wednesday 1 PM 
Leave Dubuque - - Saturday 10PM Arr. Dubuque - - Friday 4PM 
Arr. St.Paul - - Tuesday 6PM Leave Dubuque - - Friday 8 PM 
Arr. Minneapolis - Tuesday 10PM(S8days) Arr. St.Louis - - Monday 7 PM (6 days) 
Leave St. Louis - - Thursday 10PM Leave Minneapolis - Saturday 9AM 
Arr. Dubuque - - Tuesday 1PM Leave St.Paul - - Saturday 1PM 
Leave Dubuque - - Tuesday 10PM Arr. Dubuque - - Monday 4PM 
Arr. St.Paul - - Friday 6 PM Leave Dubuque - - Monday 8 PM 
Arr. Minneapolis - Friday 10PM (8days) Arr. St.Louis - - Thursday 7 PM (6 days) 


This offers a superior service on high-class freight from St. Louis, Chicago, and other eastern and 


southern points to the Upper Mississippi Valley territory. It is planned to operate straight package cars from 
Chicago to Dubuque giving over-night service from Chicago to Dubuque and direct connections with the sailing 
northbound from Dubuque each Tuesday and Saturday, arriving in the Twin Cities the following Friday and 


Tuesday, offering a four days’ service between Chicago and the Twin Cities. 
Through bills of lading cover all shipments and the river rates are approximately 80% of rail rates. 


The rail and barge rate, Chicago to Twin Cities via Dubuque, offers a saving of 15% of the all-rail rate. 


All 


freight in possession of the Federal Barge Line is subject to the conditions of its bill of lading, which covers 
full liability for loss due to fire or marine perils or to floods, wind storms or other so-called acts of God. 
These provisions are in addition to liability for loss or damage due to ordinary causes. 


The schedule of two sailings per week between St. Louis and the Twin Cities is subject to revision should 
operation require it, after due notice has been given shippers and receivers to enable them to protect their 


interests. 
In announcin 


these plans the Corporation desires to invite the attention of the public to the fact that 


the proposed schedules are so closely knit that it will require favorable operating conditions to maintain them, 
and shippers and consignees must bear in mind that the operating department cannot guarantee these schedules 
except under normal operating conditions. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 


All inquiries are promptly and courteously answered. You can address the nearest representative. 


New Orleans, La., 
320 Magazine St., 
J. W. Mooney, Asst. to T. M. 
Birmingham, Ala., ‘ 
822 Brown Marx Bldg., 
N. W. Guice, General Agt. 
Chicago, Ill, 
521 Austin Bldg., 
Willis Warren, Gen. Agt. 
Cincinnati, Ohio, 
1413 Union Cent. Life Ins. Bldg., 
W. F. Johnson, Comm. Agt. 


Chicago, Iil., 
521 Austin Bldg., 
H. E. Ruddiman, Asst. to T. M. 
Dallas, Tex., 
2610 S. Ewing Street, 
L. W. Carson, Trav. Frt. Agt. 
Houston, Tex., 
2601% Isabella Street, 
J. H. Golden, Comm. Agent. 
Los Angeles, Calif., ‘ 
807 Pacific Electric Bldg., 
Cc. G. Krueger, Comm. Agent. 


Saint Louis, Mo., 
1207 Federal Com. Trust Bldg., 
F. C. Reilly, Asst. to T. 
Memphis, Tenn., 
1201 Cotton Exchange Bldg., 
C. E. Becker, Gen. Agt. 
Minneapolis, Minn.. 
523 Marquette Avenue, 
G. E. Helwig, Asst. G. F. A. 
Mobile, Ala., 
315 Van Antwerp Blidg., 
H. M. Wilson, Comm. Agent 


New Orleans, La., 
320 Magazine St., 
W. M. Hough, G. F. A. 
Saint Louis, Mo., 
1207 Federal Com. Trust Bidg., 
W. J. Power, Comm. Agt. 
Saint Paul, Minn., 
1417 Pioneer Bldg., 
Elmer Cordes, Gen. Agent. 
San Francisco, Calif., 
415 Customhouse, 
T. B. Esty, Pac. Coast Rep. 
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although the carrier’s responsibility is terminated, and obliga- 
tion remains with reference to goods not removed of a ware- 
houseman or wharfinger. 

As to the liability for injuries resulting from the falling of 
the flour, the determination of this question is dependent upon 
the status of the steamship company in relation to the owner- 
ship or use of the docks. 

Delay—Liability of Express Company a 

Minnesota.—Question: A shipper delivered to the express 
company, a package of fresh meat at the railroad station at 
2 p. m., intending that it would be forwarded on the 2 p. m. 
train and be delivered at its destination, 80 miles distant, at 
4 p.m. Shipment did not go forward at 2 p. m., and was held 
until the following train at 11:30 p. m., arriving at destination 
during the night. Shipment arrived at destination on Sunday 
and delivery was not attempted until Monday morning, and as 
a result the meat was in a damaged condition, due to lack of 
refrigerator protection and the extreme delay in delivery. 

The shipper filed claim for the total value of the shipment 
and responsibility was denied by the express company. It is 
the contention of the shipper that the liability of the express 
company commenced at the time shipment was received and 
receipted for by the agent, and, furthermore, the express com- 
pany was negligent in receipting or receiving this perishable 
shipment, knowing its inherent nature and further knowing 
that if it was not forwarded on the 2 p. m. train, that it could 
not be delivered until the following Monday morning. 

The express company denies their liability, due to the fact 
that the shipment was delivered to them too late to go forward 
on the train intended. They further assert that they are under 
no obligation to advise a shipper of perishable freight that the 
train on which it was to have been forwarded had departed. 

Will you kindly advise if, in your opinion, the carrier is 
liable? 

Answer: It is a carrier’s duty to inform a shipper of causes 
which may result in delay to a shipment at the time the goods 
are offered to the carrier for transportation, and an acceptance 
of the goods for shipment without notifying the shipper of the 
fact that they cannot be promptly delivered is tantamount to 
an assurance that they will be delivered within a reasonable 
time, except for the intervening of excusing causes of subse- 
quent occurrence. However, we do not believe that this applies 
to a case where the delay is not due to anything other than the 
failure of the shipper to deliver the shipment to the carrier 
in time for transportation and delivery prior to a holiday or 
Sunday. Furthermore, the carrier is not, in our opinion, obli- 
gated to advise the shipper that the train on which the ship- 
ment must have left in order to arrive at its destination prior 
to a holiday or Sunday has departed, the carrier having the 
right to assume, we believe, from the shipper’s delivery of 
goods to it for transportation, that he desires the customary 
and ordinary transportation service which the goods will re- 
ceive. If the goods are accorded such service, no liability on 
the part of the carrier can, in our opinion, be predicated on the 
perishable nature thereof, there being no obligation on the part 
of a carrier to use extraordinary means to forward perishable 
goods. 


Freight Charges—Liability of Consignee Where Shipment in 
in Bond Is Refused 


Michigan.—Question: Shipment of cylinders filled with gas 
is made to a foreign country. The consignee is charged for 
the cylinders at $20 a piece and is credited with that amount 
providing he returns them within a reasonable time and in 
good order. The consignee uses the gas and holds the cylinders 
for a period of five years, during which time the consignee dies. 
The executors of the estate return cylinders to the origifhal 
shipper, drawing on them with a sight draft for $20 each, on 
the cylinders. The shipment is forwarded in bond and to an 
interior city. Upon arrival the consignor, that is, the original 
shipper, finds that the cylinders are practically worthless and 
that the amount of the freight charges, sight draft, etc., does 
not represent anything but an outlay of money for worthless 
cylinders. 


The consignor refuses the shipment and instructs the bank 
to return the sight draft. 


Will you kindly advise whether the consignor incurs any 
criminal or other liability? It is understood that domestic 
freight refused is sold for freight and storage charges. If the 
amount received from the sale does not cover the freight charges 
and storage charges, the carrier has a right to collect balance 
from the consignor or shipper. Our present question is directed 
to the liability for refusing a shipment consigned in bond. Will 
you kindly give us your opinion? 


Answer: In Chapter 6, Articles 789 to 827, of the Customs 
Regulations of the United States, Edition of 1923, are contained 
provisions governing the transportation in bond and merchandise 
in transit. In chapter 18 thereof, provisions are carried relating 
to the disposition of merchandise unclaimed. Attention is spe- 
cifically directed to Articles 802 and 935, the former relating to 
production of bills of lading upon entry of merchandise for im- 
mediate transportation, and the latter the liability for a deficit 
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where goods are unclaimed and are sold for charges. Paragraphs 
A and B of Article 802 read: 


a. In case of a through bill of lading naming a consignee at the 
port of first arrival, and whether or not naming a consignee at the 
port of destination, entry for immediate transportation should be 
permitted only upon the production of a bill of lading indorsed by 
the consignee at the port of first arrival. 

. In case of a through bill of lading naming a consignee at the 
port of destination but not at the port of first arrival, or consigned 
to order, entry for immediate transportation may be made by the 
holder of an unindorsed bill of lading, or by the agent of the vessel 
or transportation company by which the shipment arriveed, but in 
such case the merchandise must be consigned on the immediate 
transportation entry to the ultimate consignee named in the bill of 
lading at the port of destination or to order, as the case may be. 


Article 935 reads: 


Should the proceeds of the sale of merchandise in warehouses 
beyond three years be insufficient to pay the duties, after payment of 
all charges fhaving priority, the balance will be collected upon the 
warehouse bond, by suit, if necessary. 

Where the proceeds of sale of unclaimed merchandise are insuffi- 
cient to pay the charges and duties, the consignees are liable for 
such duties. Merchandise for which no entry has been made, and 
no claim advanced thereto, should be regarded as shipped to the con- 
signee without his consent, and no effort should be made to collect 
from such consignee any balance of duties due. 


You do not give the details as to the handling of the ship. 
ment in question, but if it was handled in accordance with the 
provisions of paragraph B of Article 802, it is our understanding 
that under the provisions of Article 935 you are not liable for 
a balance of duties due in the event the goods are sold for less 
than the amount thereof. 

Our conclusion is based upon the assumption that you have 
not exercised dominion over the goods in any manner, either 
at the port of entry or the point of final destination. 

Delay—Liability of Carrier 

Michigan.—Question: Some time ago we shipped a car of 
potatoes from A to B, Ohio. In the first place, let us state that 
the X Railroad operated at that time a train (mixed) coming 
down from the north, which picked up freight, taking it on into 
C. This train ordinarily went through A about 12 o’clock noon, 
but on this date it was reported three or four hours late, so 
our shipper hurried up the loading of his car and billed it out 
at 2 p. m. and it was understood that it would go forward on 
that train. However, the weather was turning cold and the X 
Railroad now advise that a severe storm was approaching and 
their train crew was instructed to leave all freight at D, a 
point 40 miles north of A, and to run through to C only with 
the passengers. At the time this car was billed out, in fact, 
the time the train did go through there, there was nothing to 
hinder them from picking up this car of perishable freight, and 
it was assumed this would be done. In fact, our shipper did 
not know until a day later that the car was still on track, and 
at no time was he advised that the car was still there, and no 
request was made by the railroad that he protect the contents. 
In fact, the X Railroad agent himself put an oil stove in the 
car. It was practically three days later before the car was 
taken out of A, on the first freight which was operated from 
that date. The X Railroad declined responsibility, on the 
grounds that it was an act of God, but it has been our con- 
tention that, being perishable freight and nothing to hinder them 
from picking up the car, regardless of a storm further north, 
that they are liable. As a matter of fact, this car was practically 
five days en route between C and B, against an ordinary run- 
ning time of about two days, and they claim this was due to 
extreme cold, making it impossible for their locomotives to 
operate at anywhere near schedule. Had the car been taken 
out of A the day billed, it would have been possible to move 
it on practically schedule time, as it would have kept ahead 
of any storm then approaching. The morning of the day the 
car was billed out it was so warm in A that the snow was 
melting and water running down the streets, but the temperature 
went down fast later in the day. 


Our claim is due to loss from freezing, on account of the 
delay in transit, and the X Railroad claim the mixed train was 
canceled on that day, and the train which did go through was 
a passenger train, so the point we would like to have cleared 
up is—“can a railroad cancel a regular scheduled freight train 
on such short notice, particularly under the conditions named 
above, and evade responsibility?” 

Your opinion in this matter will be greatly appreciated, and 
if there is any court decision along this line that you can refer 
us to, will thank you to advise us. 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which a carrier’s 
extraordinary liability is founded does not extend to the time 
occupied in transporting the goods. As to the time of delivery, 
their liability stands on the same ground as that of ordinary 
bailees for hire. Hence the rule is one of general application 
that, in the absence of special contract binding the carrier to 
deliver within a specified time, mere delay in transportation 
does not create any liability to respond in damages. As to the 
diligence and care required in completing the express or implied 
contract for transportation only, the rule is that the carrier 18 
bound to use reasonable diligence and care, and that only neg 
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ligence will render it liable, unless a stipulated time is fixed 
in the contract. The shipper assumes the risk of unavoidable 
accidents, and of usual and ordinary delays incident to the 
ordinary conduct of the carrier’s business. Nevertheless, if 
damage results from failure, without good excuse, to deliver 
the goods at their destination within a reasonable time, the 
carrier is liable for such damage. When a common carrier un- 
dertakes to convey goods, the law implies a contract that they 
shall be delivered at destination within a reasonable time, in 
the absence of any special agreement as to the time of delivery. 

Extraordinary weather conditions, such as floods, snow- 
storms, and the like, will ordinarily constitute a sufficient ex- 
cuse for delay in transportation, and the carrier is not bound 
to use extraordinary efforts and incur great expense in order 
to avoid delay. It is bound, however, to use reasonable care 
to avoid delay, and should make reasonable provision for oper- 
ating its trains in all kinds of weather, such as is expected in 
the particular latitude where its business is carried on. 

Whether the carrier’s failure to transport the car in question 
on the mixed train to which you refer was negligence on its 
part is dependent upon a consideration of the facts relating 
to the movement of this train, with respect to the storm which 
was approaching. While apparently it would have been possible 
for the carrier to have transported the car on this train, it is 
probable that the order to the conductor to go through without 
picking up freight was based upon a belief that if all of the 
freight traffic offering on that day for that train was transported 
on the train, the train would be caught in the storm. In other 
words, while it was apparently possible for your shipment to 
have moved on the train, it is probable that the order to refuse 
freight took into consideration other shipments than your ship- 
ment. Whether the carrier used proper judgment. in the matter 
is a question of fact to be determined from all the surrounding 
circumstances. We can locate no cases which cover similar 
facts. 


Damages—Measure of 


Michigan.—Question: We would like to see a complete re- 
statement of the law on all the main points on “Measure of 
Damages,” including a complete list of citations. 

Many subscribers are unable to refer to your answers to 
“Nebraska,” page 602 of the September 12, 1925, Traffic World, 
and page 1534 of the June 5, 1926, Traffic World, and a restate- 
ment would help the newer subscribers. We would also appre- 
ciate advice as to the result of the appeal in Crail vs. Illinois 
Central, 13 Fed. (2d) 459. 

Answer: In the McCaull-Dinsmore case the Supreme Court 


of the United States held that the provision formerly carried 


in the carrier’s bill of lading which provided that the amount 
of any loss or damage for which any carrier is liable should 
be computed on the basis of the value of the property at the 
time and place of shipment, including freight charges, if paid, 
to be a limitation upon a carrier’s liability and therefore con- 
trary to the Cummins amendment, and in effect stated that the 
measure of damages was the actual loss caused by the breach 
of contract of carriage, which loss is what the shipper would 
have had if the contract had been performed. This, as a rule, 
where the goods are damaged, is the difference between the 
value of the goods in their damaged state and what would have 
been their value at destination if delivered in good order, with 
interest, less the unpaid cost of transportation. Where goods 
are lost or destroyed the carrier is liable, as a rule, for their 
value at place of destination at the time they should have been 
delivered, with interest thereon from that time, less the unpaid 
cost of transportation. For unreasonable delay in transit, the 
measure of damage is the difference between the value of the 
goods at destination at the time they arrived and their value 
at destination at the time they should have arrived in the usual 
course of transportation. 


The value at destination to be used as a basis for arriving 
at the amount of damage is the market value, provided there: is 
a market for the goods in question. However, it is often the 
case that there is no established market for the goods lost, 


destroyed or delayed, and, in such event, the actual or intrinsic 


value of the goods is the measure of damages. For the purpose 
of showing the actual or intrinsic value, any facts are admissible 
which will enable the jury, in the vent of a suit, to intelligently 
arrive at a fair valuation of the goods. : 

As above stated, the market value at place of destination is 
the criterion of value by which the amount of damages for loss of, 
or injury to, goods is ordinarily to be determined. This state- 
ment of the law is simple enough, but its application to par- 
ticular instances is not always such, for, in the absence of an 
established market at destination for the commodity shipped, it 
is not, as the decisions of the courts are evidence of, always an 
easy matter to determine at a given time what the market 
value of that commodity is at the time the shipment was 
delivered or at the time it should have been delivered, in case 
of the loss. thereof. 

For this reason the courts have found it necessary to em- 
ploy various methods or to admit testimony of various sorts 
tending to prove what in a given case is the market value of 
the article at its destination or if a market cannot be estab- 
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lished what is the fair and reasonable value of the commodity 
at destination, if it is one which has no market value in the 
accepted use of that term 

See the decisions in Heidritter Lumber Co. vs. C. R. R. of 
N. J., 122 Atl. 691; Brown Coal Co. vs. Ill. Cent. R. R. Co., 192 
N. W. 920; American Railway Express Co. vs. Parisian Hat 
Co., 240 S. W: 947; Smith vs. N. Y. O. & W. R. R. Co., 195 
N. Y. S. 521; Merchants & Manufacturers Transportation (Co. 
vs. Branch, 232 Fed. 494; Liberty Sales Co. vs. Davis, 198 
N. Y. S. 252; A. C. L. R. R. Co. vs. Stovel-Pace Co., 118 S. B 
62; Feelyater vs. C. M. & St. P. Ry. Co., 190 N. W. 193; and 
B. & O. C. T. vs. Becker Milling Machine Co., 272 Fed. 933. 

See also Texas & Pacific Ry. Co. vs. Payne, Tex. Civ. App. 
58, 38 S. W. 366; Heidenheimer vs. Schlett, 63 Tex. 394; C. R. I. 
& P. Ry. Co. vs. Broe, 16 Okla. 25, 86 Pac. 441; Cincinnati, N. 0. 
& T. P. Ry. Co. vs. Hansford, 125 Ky. 37, 100 S. W. 261; and 
Central of Ga. Ry. Co. vs. American Coal Co., 28 Ga. App. 95, 
110 S. E. 320. Also, L. Blustein & Co. vs. American Railway 
Express Co., 123 S. E. 566; Middleton & Co. vs. Atlantic Coast 
Line R. Co., 180 S. E. 552; St. L.-S. F. Ry. Co. vs. A. B. Jones 
& Co., 260 S. W. 34; Eastern Coal & Export Corp vs. N. & W. 
R. Co., 113 S. E. 857; Smith vs. N. Y. O. & W., 196 N. Y. S. 521; 
Crail vs. Illinois Cent. R. Co., 2 Fed (2d) 857; Mitsu Shoji Kar- 
sha, Ltd., vs. Davis, 291 Fed. 682; Liberty Sales Co. vs. Davis, 
198 N. Y. S. 253; S. S. Palmer Co. vs. Illinois Cent. R. Co., 204 
N. W. 567, and Y. & M. V. R. Co. vs. Delta Grocery & Cotton 
Co., 98 So. 777. j . 

The decision of the District Court in Crail vs. Illinois 
Central, 2 Fed. (2d) 287, was reversed by the court of appeals 
in 13 Fed. (2d) 459, and in 21 Fed. (2d) 836 the District Court 
gave judgment in accordance with the findings of the court of 
appeals in 138 Fed. (2d) 459. The District Court in 21 Fed. (2d) 
836, while giving judgment in accordance with the mandate of 
the court of appeals, sets forth its views with respect to what 


. constitutes the measure of damages or injury to goods, review- 


ing numerous decisions of the courts, and discussing the ques- 
tion in a most comprehensive manner. 

To date, no appeal has been taken to the Supreme Court 
of the United States in this case. 


LUMBER SHIPMENTS 


The lumber movement the week ended March 31 experi- 
enced a considerable recession from the preceding wéek, the 
peak period of the year, according to advices received by the 
National Lumber Manufacturers’ Association from 715 of the 
country’s largest softwood and hardwood mills. Production and 
shipments were lower by seven and eight million feet, respec- 
tively, while orders dropped fifty-four million feet. The decline 
is partly apparent, rather than actual, because of the fact that 
there were sixteen fewer mills reporting last week. 

In the softwood group, 345 mills reported decreases of 
5,844,441, 8,235,306 and 49,111,495 feet in production, shipments 
and orders, respectively, as compared with the figures for 357 
mills the week before. The association’s figures, however, show 
all three items far in advance of those for the corresponding 
week a year ago. 

Reports for the last two weeks in the hardwood group were 
not at such great variance as the discrepancy in the number of 
reporting units was small. The 370 currently reporting units 
showed a slight increase in shipments, a corresponding decrease 
in production and a drop of almost five million feet in orders. 

The following table compares the lumber movement, as 
reflected by .the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

Mills (or 

OS 345 370 316 124 357 374 

Production ....258,453 55,061 186,193 17,050 264,298 56,176 

Shipments ..... 267,039 57,097 215,352 18,153 275,274 56,867 
Orders (New 

,  k} 264,807 54,700 211,103 18,283 313,918 59,634 


*A unit is 35,000 feet of daily production capacity. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 31 totaled 12,101 cars, as compared with 13,395 cars 
(revised) the preceding week and 15,569 cars in the correspond- 
ing period of 1927, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: ~ 


Apples, 688 cars; asparagus, 318 cars; carrots, 176 cars; cabbage, 
639 cars; cauliflower, 168 cars; celery, 606 cars; cucumbers, 12 cars; 
eggplant, 4 cars; imports, 17 cars; grapefruit, 401 cars; imports, 68 
cars; green peas, 120 cars; imports, 2 cars; lemons, 201 cars; lettuce, 
1,315 cars; mixed citrus fruit, 190 cars; mixed vegetables, 829 cars: 
imports, 25 cars; onions, 230 cars; oranges, 1,428 cars; imports, 62 cars; 
pears, 19 cars; peppers, 55 cars; imports, 23 cars; spinach, 430 cars: 
strawberries, 160 cars; string beans, 79 cars; sweet potatoes, 329 cars: 
— 179 cars; imports, 416 cars; potatoes, 3,403 cars; imports, 

cars. 
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ATLANTIC STATES BOARD 


That business is gradually recovering from its recent set- 
back was the consensus of the commodity committee reports 
at the seventeenth regular meeting of the Atlantic States Ship- 
pers’ Advisory Board at Syracuse, N. Y., April 5. 


According to a forecast submitted by E. J. Cleave, district 
manager of the car service division, American Railway Assotia- 
tion, there will be a net increase of one-half of one per cent 
over last year in the number of cars required for the next 
ninety days to handle commodity movements in the territory. 
This forecast covered more than a score of different classifica- 
tions; including the heavier commodities, and was arrived at by 
applying the percentages furnished by the respective commodity 
spokesmen to the actual performance figures of the railroads 
tor the corresponding period of last year. 


W. J. L. Banham, of New York, general chairman of the 
board, presided at the meeting. William P. McCracken, Jr., 
Assistant Secretary of Commerce, addressed the members at 
luncheon on “Air Transportation.” 


Better business in April, May and June is expected for 
such lines as petroleum and petroleum products, pulp and paper, 
slate, textiles, tobacco, auto parts and accessories, glass con- 
tainers, hides, leather and tanning materials, lime, gypsum, sand 
and gravel, bricks, canned goods and preserves, fertilizers, 
cement, paints, oil and varnishes. 


The reports as to machines and machinery, clay and clay 
products, iron and steel, crushed stone, electrical machinery 
and appliances and copper shipments were less optimistic. The 
coal situation is more or less uncertain as, also, the movement of 
chemicals and salt. Prepared roofing and roofing materials are 
expected to equal last year’s shipments, while the movement of 
fresh fruits and vegetables, dairy and poultry products and the 
less than carload business within New York, Pennsylvania, New 
Jersey and Delaware will vary. 


The shippers were unanimous in reporting excellent railroad 
service throughout the winter. Cars were loaded and unloaded 
promptly and an improvement was noted with respect ta the 
cleaning of “empties.” The condition of carriers’ equipment 
was reported by their respective representatives to be 
excellent. F 

The commodity committee reports were summarized as 
follows: 


Machine and machinery: The volume of business for the second 
quarter of 1928 is expected to be about 15 per cent less than for the 
same period of 1927. The early weeks of the current year showed a 
slowing up, but more recently there has been an improvement which, 
we believe, will continue. 

Petroleum and petroleum products: Movement will exceed shipping 
during the same period of 1927 by approximately 7 per cent, 

Roofing and roofing materials: The volume of business (carloads) 
for the period is expected to be about the same as the corresponding 
period of 1927. 

Pulp and paper: Anticipated car requirements for April, May 
and June total 5,812, an increase of 9 per cent over the same period 
of last year. 

Salt: The approximate number of cars required for second quarter 
of 1928 will be: rock salt, 5,950; evaporated, 3,650; total, 9,600 cars. 

Slate: It is estimated there will be required not more than 5 per 
cent more cars than in the same period of 1927. 

Textiles: Cotton piece goods, 10 per cent increase; cotton yarns, 
12 r cent increase; bleach, dye, and furs, 5 per cent increase; 
woolens, 3 per cent increase; felts, 10 per cent increase; silk, 5 per 
cent increase; rayon, 5 per cent increase; oilcloth, linoleums and 
carpets, no change. 

Tobacco: The car requirements for April, May and June, 1928. 
will be about 10 per cent more than for the same months in 1927, The 
— for leaf tobacco will be about 5 per cent more than 
in 

Warehouses: Tonnage prospects in the warehouse industry for 
the months of April, May and June seem to be fair. There should be 
an increase of 5 or 6 per cent over last year. 

Auto parts and accessories: Shipments in the first quarter of 
1928 have been quite heavy, due to increased production. From pres- 
ent indications, this increased production will continue on through 
the second quarter. Total number of cars required for April, May 
and June, 1928, by concerns reporting, will be 4,400 cars, as compared 
to 4,372 cars for the same period last year. 

Clay and clay products: For the months of April, May and June, 
car requirements will be less than the cars loaded during the same 
pong nl of 1927 by an average reduction on all commodities of 20 
per cent. 

Coal: Referring to anthracite for the entire territory, we give 
the following: 


ge oswheaed «cesses sd Ged eenees 141,008 cars 
ee ee hee Tee 156,737 cars 
PN. 8 6.dne 060540 ees hetekecuerees 139,352 cars 


We see no reason for expecting an increase for these months of 
1928, but, on the other hand, believe that there should be no decrease. 
As to bituminous, we feel that the shipments in April, May and June 
are likely to be the same as they were in November, December, 1927, 
and January, 1928. 

Iron and steel: The volume of business will be somewhat less for 
the second quarter of 1928 than in the corresponding period of 1927. 
Taking the industry as a whole in Atlantic states territory, the 
decrease is expected to be approximately five to ten per cent. Out- 
put — the second quarter will probably continue the same as the first 
quarter. 

Glass containers: The estimated car requirements are 2,400, which 
is an increase of 3 per cent over the second quarter of 1927 and 17 
per cent more than for the first quarter of 1928. 

Hides and leather: Hides: A fairly heavy movement for the next 
three months, wey! in excess of the first three months of the 
year. Leather: A slight increase over same period last year. 

Tanning materials: Approximately 800 cars for the next three 
months as against 740 cars for the same period last year. 
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Lime and gypsum: Taken as a whole, the movement will show 
some increase for the months of April, May and June, over the past 
three months, and there is a possibility that the movement for the 
next three months might show a slight increase over the same 
period of 1927. : 

Chemicals: Lack of uniformity, some companies reporting their 
outlook for a little increase in business over a similar period in 1927 
while others look for a small decrease. It is probable that these 
forcasts will average a volume that in the total will produce about 
equal demand for equipment with the requirements for 1927. 

Brick: A generally improved situation in the construction field 
and a conservative estimate that carload shipments will be approx- 
imately 5 per cent greater the second three Months in 1928 than for 
the second three months a year ago. 

Canned foods and preserves: Increase for 1928 over 1927 will be 
about 10 per cent. Increase in the northern territory of about 20 
per cent and an estimated decrease in the southern territory of about 
10 per cent, giving us an estimated total increase for 1928 over 
1927 of 10 per cent. 

Fertilizer: The fertilizer industry will require for the months of 
April, May and June, 1928, a total of 7,770 cars. This is an increase 
in the car requirements for the same period this year as compared 
with last year of 4 per cent. 

Cement: ing contracts awarded in January and February 
exceeded those awarded during the same period in 1927 by approx- 
= —_ _— te —s on 7 erg ry! shipments will be 5 per 
cent greater than » requiring about 84, cars, as against approx- 
imately 80,540 cars in 1927. _ sions 

Electrical machinery and appliances: For the period of ‘April, May 
and June the industries reporting will require about 6,221 cars, a 
slight increase from the car requirements for the same period of 
1927, when 6,935 cars were reported. Reports seem to indicate that 
while the beginning of the year showed a decline in the total volume 
of business there is now a gradual and steady increase to be recorded. 

Paints, oils and varnishes: The industry will require about 1,560 
cars for the movement of their shipments during the ensuing three 
months. This is an increase of approximately per cent over the 
— period = _ 

opper: proximate volume of business (carloads), April, May, 
June, 1928, 2,091. Shipments (carloads), April, May, June, 1927" 2,239, 
Percentage of decrease, 4.7. 

Confectionery: Approximate volume of business (carloads), April, 
May and June, 1928, 352. Shipments (carloads), April, May and June, 
1927, 313. Increase, 12% per cent. 


CENTRAL WESTERN BOARD 


Commodity committee reports issued by the various com- 
mittees of the Central Western Shippers’ Advisory Board indi- 
cate an increased movement of carload traffic in April, May 
and June of this year compared with the corresponding months 
of last year, according to the report of W. J. Smith, district 
manager, American Railway Association, car service division, 
Omaha, Neb. The surveys indicate a total movement of 275,350 
cars in the period, as compared with a movement of 258,108 cars 
in the second quarter of 1927, or an increase of 6.7 per cent. 
Increases on twelve commodities range from 3 per cent to 123 
per cent, and decreases on seven commodities range from 2.6 
per cent to 36.9 per cent. 

These figures include all the major commodities, except 
miscellaneous and L. C. L. shipments originating in the board 
territory. Committee member reports indicate service and car 
supply entirely satisfactory. 

The following table is a comparison of actual carloadings 
for the second quarter of 1927, with the estimates for 1928: 


Actual Car Estimated Car Esti- 











Loadings Loadings mated 

2nd Quar. 2nd Quar. % of 

= Commodity Year 1927 Year 1928 Iner. 
GrAIN 20. coccccrcsesscsessesesesecssccccs 24,784 45,000 81.6 
Flour, meal and mill products......... 10,237 11,900 16.3 
BEY, GERI, GEAMUTD oo 6. 6.0'0. cre ce ce cies eeeies 3,709 4,000 7.8 
PN III aires ieee sda 0:0 0 Cos Sake WS 521 600 15.2 
Packing house products ................ 20,746 21,700 4.6 
a oe gs «Seca wins cum ow erase olahe 253 200 *26.5 
POCOES ons so c.e oie o 0 sic cewidieccccvestes 2,130 4,750 123.0 
EY (NN oxo cSetina: onc arin hc. oipe-e-00 bole wles 53,339 52,000 *2.6 
Poultry and dairy products............. 3,478 3,700 6.4 
GE OU IN oo ic CectN Ode ccc cease cubes 54,541 51,000 *6.9 
Ore QW CONGENEFATCS 2... -cccceciccvss 15,463 16,900 9.3 
Clay, gravel, sand, stone ............. 18,004 20,000 11.1 
EEE ee ee ee ee 721 700 *3.0 
Lumber and forest products .......... 5,396 5,600 3.8 
Petroleum and petroleum products..... 31,715 25,000 *26.9 
Sugar, syrup and molasses............. 3,011 2,200 *36.9 
ee ae re ae 2,819 3,000 6.4 
dl > se 5,178 5,000 *3.6 
Brick and clay products ........cseces-- 1,625 1,700 4.6 
COME BOGE. occ. cksccvssedies newts 438 400 *9.5 
| EEE nS ee ee a Seebeeeseceecs ees lue 275,350 6.7. 





*Estimated per cent of decrease. 


COAL PRODUCTION AND SHIPMENT 


_ Total production of soft coal the week ended March 24 was 
estimated at 9,872,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented a decrease of 71,000 
tons compared with the output in the preceding week. Pro- 
duction in the week of 1927 corresponding with that of March 
24 amounted to 13,373,000 tons. 

Anthracite production the week ended March 24 was esti- 
mated at 1,094,000 net tons, an increase of 48,000 tons compared 
with the output in the preceding week. 

Tidewater bituminous coal shipments the week ended 
March 24 were reported as follows: From Hampton Roads, 
362,285 net tons, of which 233,447 tons were for New England 
delivery; from Charleston, S. C., 7,621 tons. 

Cars of coal forwarded over the Hudson to eastern NeW 
York and New England the week ended March 3 were reported 
as follows: Bituminous, 2,392 cars; anthracite, 2,475 cars. 
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The 


GUL PACIFIC LANE 


ANNOUNCES 


SAILINGS EVERY 10 DAYS 


The acquisition of two more steamers, the POINT ARENA and the POINT GORDA, 
enables the GULF PACIFIC LINE to establish a schedule which affords the most 
frequent sailings and most complete and regular service between GULF PORTS and the 
PACIFIC COAST. 


The new schedule went into effect with the sailing of the $.S. POINT FERMIN from New 
Orleans, March 24th. In future ships will depart from New Orleans every other Saturday 
and Wednesday, the interval between sailings being alternately ten and eleven days. 


The Steele Steamship Line, Inc. 
General Agents, U. S. Gulf Ports 


New Orleans 


W. J..<Smith, Gen’] Agent Swayne & Hoyt, Inc. H. H. Kennedy, Gen’! Agent 
The Rookery, 209 So. La Salle St. Managing Agents 320 Merchants Exchange 
hicago San Francisco St. Louis 





SO. ath AEE Seth RUNNER NAAT 


dn Kansas City its 











Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


*‘Surrounded by the Wholesale District” 







Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 















Write us for Information and Rates 
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MEN IN TRANSPORTATION 





C. S. Duncan, economist of the Association of Railway Ex- 
ecutives, this week presented to the House committee on inter- 
state and foreign commerce views of the railroads on the stb- 
ject of the government’s barge line operations for the first time 
since the Inland Waterways Corporation was created. Pro- 
posals to increase the capitalization of the corporation to pro- 
vide funds for expansion of its services on inland waterways 
caused the Association of Railway Executives to delegate to 
Mr. Duncan the task of making some observations on the barge 
line operations for the consideration of Congress. Mr. Dun- 
can’s statement was the result of a study of the history of the 
barge line and the relation of its operation to the railroads. 

In the first session of the Sixty-ninth Congress Mr. Duncan 
appeared as a witness before the House committee on interstate 





c. A. DUNCAN 


and foreign commerce in connection with proposed railroad 
consolidation legislation, discussing the economic aspects of 
railroad consolidations. 


“Tt is generally admitted that in all cases supervision of the 
Interstate Commerce Commission should be required and the 
public interest should in all instances be safeguarded,” said he. 
“It is equally necessary that Congress and the public should 
understand that the consolidation problem is one which depends 
upon a sound economic and commercial judgment. Consolidation 
will take place only upon such terms as appear sound and 
businesslike to the judgment of business men. Any attempt 
to consolidate otherwise is to place an obstacle in the way of 
accomplishing the very purpose desired.” 


Mr. Duncan also has made a special study of the proposed 
regulation of motor vehicles in interstate commerce. He at- 
tended ten of the hearings of the Interstate Commerce Com- 
mission in the motor vehicle investigation and later prepared 
a summary of the developments in that investigation that at- 
tracted wide attention. 


The Association of Railway Executives employed Mr. Dun- 
can as economist in 1922, attached to the office of Alfred P. 
Thom, general counsel of the association, in Washington. He 
is a native of Crawford county, Illinois, and obtained his educa- 
tion at Wabash College in Indiana, Columbia University, and 
the University of Chicago, where he received the degree of 
Doctor of Philosophy in 1913. 

From 1906 to 1914, he was professor of English at Ohio 
State University, and was assistant professor of marketing at 
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the University of Chicago from 1915 to 1918. The World War 
took him to London in 1918 as statistical expert on the staff of 
the American Shipping Mission. From January to June, 1919, 
he served at the Paris peace conference in connection with 
shipping matters. From 1919 to 1921 he was chief investigator 
of the National Industrial Conference Board, and in 1921 and 
1922 was director of the bureau of research of the Southern 
Wholesale Grocers’ Association. He is the author of “Marketing, 
Its Problems and Methods,’ and “Commercial Research.”’— 
S. H. 8S. 


DOINGS OF THE TRAFFIC CLUBS 


The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club April 5. H. M. Runyon, Pacific coast 
representative of the United States Intercoastal Conference, 
spoke on “Aims and Purposes of the Intercoastal Conference.” 





There was an attendance of about 100 at a meeting of the 
Traffic Club of Tulsa at the Mayo Hotel April 3. Louis Lefco 
was the speaker. He told of the work of the Tulsa Better 
Business Bureau, of which he is secretary-counsel. An elab- 
orate program of entertainment was presented, with Pat Riddle, 
Sinclair Oil Company, in charge. In connection with announce- 
ment of an invitation from the Tri-State Traffic Club to attend 
its monthly meeting to be held at Miami, Okla., April 19, it 
was said all the officers and directors of the club would accept. 





The Anderson Traffic Club was recently organized at a 
meeting of the railroad and industrial traffic men of Madison 
county, Indiana. There are 36 charter members. The follow- 
ing officers were elected: President, Johp Peters, Delco Remy 
Corporation; vice-president, H. E. Steele, Pennsylvania; secre- 
tary, Fred Waugh, Sefton Manufacturing Company, and treas- 
uref, Clarence Newman, Big Four. 





The Traffic Club of Kansas City held a meeting at the Hotel 
Baltimore March 27. ‘Captain Verne W. Gould, local attorney 
and veteran of the World War, spoke on “Message from Life’s 
Back Yards.” 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, April 3. James A. Quinby, of the law 
firm, Derby, Sharp, Quinby and Tweedt, spoke on the “Standard 
Bill of Lading.” The general committee for the annual con- 
vention of the Associated Traffic Clubs of America at San Fran- 
cisco outlined its plans. Members of the Transportation Club 
of San Francisco, Women’s Traffic Club of San Francisco and 
Oakland Traffic Club were invited. A “Fellowship Supper” was 
held at Dinty’s Kitchen prior to the meeting. 





The bi-monthly dinner-meeting of the Traffic Club of Cleve- 
land will be held at the Hotel Cleveland April 16. Stanley 
McMichael will give an illustrated talk on Cleveland. Announce- 
ment of the election of the nominating committee will be made. 
C. M. Dillworth is chairman of the entertainment committee. 





The Traffic Club of Minneapolis held a meeting at the 
Nicollet Hotel April 5. E. H. Stevens, superintendent, Ameri- 
can Railway Express Company, Chicago, spoke on “Air Express.” 
“Speed” Holman spoke on “Plenty of Gas” and ‘Modern Air- 
way Transportation.” There was a special program of music. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its annual “Spring Smoker” at the American 
House April 16. There will be an elaborate program of enter- 
tainment. ; 





The York Traffic Club will hold a meeting at the Manu- 
facturers’ Association Assembly Room April 12. Moving pic- 
tures of Alaska and Jasper National Park will be shown by 
representatives of the Canadian Nation. 





The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club April 2. D. F. Duke, advertising manager, Sears, 
Roebuck & Co., was the speaker. A program of entertain- 
ment, sponsored by Sears, Roebuck & Co. and arranged by 
R. A. Foxvog, traffic manager, included singing and dancing. 
R. G. Parks, superintendent of car service, Birmingham and 
Coast Railway, was the speaker at a meeting of the Traffic 
Study Club March 28. He declared that, if all freight cars 
were loaded to capacity, the railroads could retire 100,000, 
greatly reducing the capital investment required for equipment. 
The next meeting of the Study Club will be held April 11. 





At a meeting of the Women’s Traffic Club of Los Angeles 
March 28, James G. Woolley, vice-president in charge of traffic, 
Western Air Express Company, spoke on “Air Transportation.” 
Charlotte Harding, Hollywood Fireproof Storage Company, read 
a paper on “Warehousing, Past and Present.” 





The Milwaukee Junior Traffic Club was organized at a meet- 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 
F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg 
San Francisco, Calif. New Orleans, La. 


F. C. Lona, Com. Agent 
301 Marquette Bldg. 
Chicago, IIl. 





Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . . 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 




















Use the Open Door fo | 
FAST PREIGHT SERVICE 
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In these days of hand-to- oe 
mouth buying, speed in traffic 
transfers is a vital factor. 


Peoria is truly the open 
door to fast freight service. 
Transfers are made in just 
a few hours, while in con- 
gested terminals your ship- 
ments may be delayed for 
days. 


Switching Service Between 
15 Railroads 


Peoria and Pekin Union Railway Co. 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Co. 

Chicago & North Western Railway Co. 
Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 
Chicago, Rock Island & Pacific Ry. Co. 
Cleveland, Cincinnati, Chicago & St. Louis 


Railway lo 
Make use of this logical on areal orem 
transfer point. Speed up your * Minneapolis & St. Louis Railroad Co. 
shipments by avoiding the New York, Chicago & St. L. R. R. Co. 
heavily congested terminals i om E. & — = 
Tproute your next shipment Address E. F. Stock, Traffic Manager peri: Raiiway “Terminal 
rough Peoria. Toledo, Peoria & Western Railroad 


Peoria «« Pekin Union Railway Company 


Inquiries Solicited Union Station, Peoria, Ill. 
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ing at the Wisconsin Hotel March 27. The purposes of the club, 
according to the announcement, are the study of traffic problems 
and the advancement of the profession. The following officers 
were elected: President, G. B. Thomson; first vice-president, 
H. W. Green; second vice-president, L. B. Marsh, and secretary- 
treasurer, J. R. Dryer. 





At a recent meeting of Pi Alpha Epsilon Society of Phila- 
delphia, the Traffic Study Club of Philadelphia was organized. 
Funds were voted to start a library for the society. Arrange- 
ments have been made to use shelf space in the Temple Uni- 
versity library for that purpose. Officers of the study:club were 
elected as follows: President, Charles Ramsey, Pennsylvania 
Railroad; vice-president, John Anderson, S. F. Whitman & Son; 
secretary, Lewis E. Johnston, the Philadelphia Gas Works Com- 
pany; treasurer, George Scheifele, the Bush Line. It is planned 


to hold four meetings of the study club each year and that a. 


book bearing on traffic management be read and analyzed. 





The Traffic Club of New York will hold a “Kiddie Easter 
Egg Party” in the club rooms the afternoon of April 7. Luncheon 
will be served and there will be a program of entertainment, 
includign songs and recitations. 





Col. Edward C. Harrington, president of the Hudson River 
Night Line, New York, was the principal speaker at a meeting 
of the Capitol District Traffic Club of Albany March 20. He 
spoke on transportation, with particular reference to develop- 
ment of inland waterways. 





The Traffic Club of Philadelphia will hold a meeting at the 
Bellevue-Stratford Hotel April 9. C. T. Ludington, head of 
Ludington Flying Field, will speak on “Transportation via Air.” 
There will be a program of vaudeville. 





The Traffic Club of Newark held a meeting at the Chamber 
of Commerce Building April 2. James A. McRell, Newark Chief 
of Police, spoke on “Our Police.” Music was furnished by a 
saxaphone sextette of the Reading Sea Shore Band. The next 
meeting will be held at the Hotel Berwick April 16. 





Cc. C. Reynolds was in charge of a meeting of the Traffic 
Club of Wichita at the Wichita Club March 29. 





The following were elected to office at the annual election 
of the milling and grain division of the Traffic Club of Min- 
neapolis at the Nicollet Hotel March 30: President, Wesley C. 
Newman, traffic manager, Bartlett-Frazier Company; vice-presi- 
dent, D. A. Small, traffic manager, Archer-Daniels Midland Com- 
pany; secretary-treasurer, Lee Kuempel, associate director of 
traffic, Minneapolis Traffic Association. 





The Traffic Club of Baltimore held a dinner-meeting at the 
Southern Hotel April 3. Theodore R. McKeldin, secretary to the 
mayor, and Charles R. Seal, director of the traffic and trans- 
portation bureau, Baltimore Association of Commerce, were the 
speakers. There was a program of music. 





The Transportation Club of St. Paul held a “Passenger 
Service Day” at the Saint Paul Hotel April 3. 





The Traffic Club of St. Louis will hold a meeting at the 
Chamber of Commerce April 9. Ed. Fisher; district sales man- 
ager, American Locomotive Company, will present stereopticon 
views of South America. Two tickets of nominations have been 
presented which will be voted on April 24. J. N. Cornatzar, 
passenger traffic manager, Frisco, heads the industrial com- 
mittee ticket, and W. J. Siegel, commercial agent, Central of 
Georgia, that of the railroad committee. 





The Columbus Transportation Club will hold its annual 
. meeting at the Neil House April 16. Ira W. Morris and G. 
O’Shaughnessy are the nominees. for president. There will be 
a program of entertainment. 





Personal Notes 





F. B. McKay has been appointed assistant general freight 
agent, Southern Pacific, Texas and Louisiana lines, at Dallas, in 
charge of solicitation from, to, and via the former Texas Midland 
Railroad, and such other duties as may be assigned to him. 

Dan Bloom has been appointed manager, Transcontinental 
Freight Company, at Chicago. 

John W. McLachlan, freight manager, International Mer- 
cantile Marine Company, Boston, died March 30. 

Jerry Murray, formerly commercial agent, Missouri & North 
Arkansas, at Joplin, Mo., has been transferred to Tulsa, Okla., 
as commercial agent. The position of commercial agent at 
Joplin has been abolished. 
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G. Alva Sanders has been appointed district freight agent, 
Roscoe, Snyder & Pacific Railway, at Dallas. 

Cc. O. Ruggles, dean of the college of commerce and admin. 
istration, Ohio State University, has resigned, effective Sep. 
tember 1, to become professor of public. utilities at Harvard 
University. 

C. M. McKay has been appointed soliciting freight agent, 
Louisiana & Arkansas, at Shreveport, La., succeeding J. DP, 
Fields, resigned. 

Eugene J. Dean has been appointed industrial agent, Erie, 
at Chicago. Willard P. Kromphardt has been appointed division 
freight agent at Dayton, O., succeeding Mr. Dean. Edward 
T. Olander has been appointed general agent at Peoria, IIl., suc. 
ceeding Mr. Kromphardat. 

H. A. Poveleite has been appointed assistant general freight 
agent and commerce assistant, New York, New Haven & Hart. 
ford, at New Haven, Conn. 

A. F. Tank has been appointed general agent, Universal 
Transcontinental Freight Service, operated by the Universal 
Carloading and Distributing Company, at Milwaukee, Wis. 

T. E. Sands has been promoted to general freight traffic 
manager, Soo Line, at Minneapolis. E. G. Clark, formerly gen- 
eral freight agent, has been promoted to freight traffic manager. 
J. H. Rees has been appointed general freight agent, with 
jurisdiction over rates and rate legislation, succeeding Mr, 
Clark. R. N. Golden has been appointed general freight agent 
in charge of off line solicitation. W. A. Carlsen, formerly gen- 
eral agent at Detroit, has been appointed general agent at 
Chicago. 

R. Hudson Burr, formerly chairman of the Florida Railroad 
Commission, has been appointed traffic manager for the Tampa 
(Fla.) Board of Trade. 

T. Park Hay has been transferred from London to Hamburg, 
Germany, as traffic manager for central Europe, United States 
Shipping Board Merchant Fleet Corporation. 

F. L. Ayres has been appointed industrial agent, Central 
Railroad of New Jersey, at New York. M. H. Potter has been 
appointed assistant freight claim agent at New_York, succeeding 
Mr. Ayres. 


—- 


OPERATING AVERAGES 
The bureau of statistics of the Commission has issued the 
following comparison of selected items of freight service oper- 
ating averages, Class I railroads, for the month of January, 1920, 
to 1928, inclusive, for the country as a whole : 
Trainload 


- — ° 
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1920... 4,880 1,324 653 13,855 456 28.3 22.8 *70.8 33.6... 
1921... 4,132 1,354 617 14,810 403 *30.1 23.2 57.6 36.6 191 
1922... 3,746 1,382 632 16,123 361 27.6 20.4 638.9 36.8 180 
1923... 5,186 1,451 692 15,139 494 29.0 25.8 66.1 37.1 186 
1924... 4,747 1,453 666 16,012 446 27.7 24.9 _ 65.0 38.0 179 
1925... 5,082 1,552 709 17,659 477 28.0 26.5 64.2 40.4 164 
1926... 5,165 1,615 720 18,921 483 27.6 27.6 63.4 42.2 158 
1927...*5,3853 1,679 748 19,990 *501 28.4 *28.5 61.9 43.5 153 
1928... 4,922 *1,718 *748 *21,755 470 27.2 27.6 62.6 *44.9 *145 





*Best record of the comparative period. {Includes unserviceable 
cars. tIncludes equivalent coal tonnage for fuel oil consumed. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the _ period 
March 15-22, inclusive, was 345,272, as compared with 340,195 
cars in the preceding period, according to the car service division 
of the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 


Box, 117,050; ventilated box, 720; auto and furniture, 12,830; total 
box, 130,600; flat, 8,061; gondola, 84,441; hopper, 81,356; total coal, 
165,797; coke, 1,130; S. D. stock, 22,514; D. D. stock, 2,805; refrigerator, 
12,576; tank, 495; miscellaneous, 1,294; total, 345,272. 


Canadian roads reported a surplus of 13,900 box, 300 flat, 
400 gondola, 950 S. D. stock, 300 refrigerator and 200 mis- 
cellaneous cars. 


LOCATION OF CARS 

The semi-monthly bulletin of the car service division of the 
American Railway Association on percentages of freight cars 
on line to ownership, Class I roads, as of March 1, shows the 
following: Eastern district, 98.6 as against 98.8 a year ago; Alle- 
gsheny, 100.8 as against 99.4 a year ago; Pocahontas, 77.9 a8 
against 79 a year ago; Southern, 97.5 as against 100.4 a year 
ago; Western, 97.2 as against 97.6 a year ago; all districts, 
97.4 as against 97.8 a year ago; Canadian roads, 97.1 as against 
96.8 a year ago. 
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WITH A “WETZEL” 

IT’S A PLEASURE 

TO FILE OR REFER 
TO TARIFFS 





WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY” 














oe 


Ti—Tariff File Sectien With 12 4-Inch Drep Front Tariff Files 





T-5—Sliding Shelf Section 


T6—Twe Drawer Storage Sectien 





T7—Lew Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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He Was Doubtful— 


Sete eee 


















But Results Won Him! 


ee HAT can LaSalle teach me about practical traffic 
management?” 

That was H. E. Stiffler’s question—a natural one— 
for Mr. Stiffer had had ten years’ experience in industrial 
trafic; was Traffic Manager of the Marion Steam Shovel 
Company, the largest concern of its kind in the world; directed 
the shipping of its giant shovels, excavators, dredges, and 
cranes through every port in the civilized world. How could 
LaSalle be of any aid? 

When Mr. Stiffler enrolled with LaSalle’ for training in 
Traffic Management, he had mental reservations. When he 
had completed his course, however, he had only enthusiasm 
and high praise. 

For with its completion he was able to report for the year 
following his- graduation a net profit for his department of 
$45,000—impossible of full accomplishment, he writes, except 
for his investment in LaSalle training and service. This profit 
he duplicated the following year. 

“I would not take $50,000 for my knowledge of Traffic 
Management,” writes Mr. Stiffler—and his increased earning 
power is the reason why. 

Are you, like Mr. Stiffler, already experienced and successful 
in trafic management? Or, -are you just looking to it as a 
possible opportunity for your future? In either case, find out 
what LaSalle training in Traffic Management can do for you, 
whether it can help you as it has helped H. E. Stiffler and 
thousands of others, 


Send for Free Book 
Opportunities in Traffic Management 





There’s an interesting, valuable 64-page book, “Opportunities 
in Traffic Management,” which points your way to biggest 
efficiency in this field. LaSalle will send it to you free. 


LaSalle Extension University 


4101 So. Michigan Ave. Dept. 495-TR, Chicago 


I shall be glad to have your 64-page book “Opportunities in 
Traffic Management,” and also a copy of “Ten Years’ Promo- 
tion in One,” all without obligation. 


[] Traffic Management 


Other LaSalle opportunities: LaSalle opens the way to 
success in every important field of business. 
If more interested in one of the fields indi- 
cated below, check here. 


(] Railway Station Manage- [] Commercial Law 

ment [] C. P. A. Coaching 
(_] Business Management [_] Modern Business Corre- 
{_] Modern Salesmanship sfondence 
[ ] Higher Accountancy (_] Industrial Management 
[_] Law: Degree of LL.B. [_] Personnel Management 
{_] Banking and Finance [ ] Effective Speaking °* 
[_] Business English {_] Modern Foremanship 
(_] Telegraphy (_] Expert Bookkeeping 
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- 20426. Sub. No. 1. 





Digest of New Complaints 


re 


19455. Sub. No. 1. North American Cement Corp., Hagerstown, 
Md., vs. B. & O. et al. 

Rates in violation of sections 1 and 3 of the act, on gypsum 
rock from Oakfield, N. Y,. and district to Security, Md. Asks rates 
for future. 
~~ Sub. No. 1. The Barrett Co., New York, N. Y., vs. Santa Fe 
et al. 

Rates in violation of first three sections of the act, on tars and 
— from St. Louis, Mo., to points in Kansas. Asks rates for 
future. 


. 20360. Sub. No. 17. J. Amicon Bros. Co., Columbus, O., vs. Mar- 


cellus & Otisco et al. 

Rates in violation of sections 1 and 4 of the act, on cabbage 
from Rose Hill, N. Y., to Williamson, W. Va. Asks rates for future 
and reparation. 


. 20360. Sub. No. 18. Same vs. N. Y. C. et al. 


Same complaint and prayer with respect to cabbage from 
Skaneateles, N. Y., to Bluefield, W. Va. 

Midwest Coal Assn., Kansas City, Mo., vs. 
Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on lump coal 
from points in Missouri and Kansas to Salina, Kans. Asks rates 
for future. 

Sub. No. 1. West Virginia Pulp & Paper Co., New York, 
N. Y., vs. Centrab of Georgia et al. 

Rates in violation of sections 1 and 3 of the act, on clay from 
points in South Carolina and Georgia to Covington, Va., Piedmont, 
W. Va.-Luke, Md., Tyrone, Pa., Williamsburg, Pa., and Mechanic- 
ville, N. Y. Asks rates for future and reparation. 


. 20545. Sub. No. 4..Great Northern Paper Co., Boston, Mass., vs. 


B. & O. et al. 

Unreasonable rates on newsprint paper from Millinocket, East 
Millinocket and Madison, Me., to points in New York, New Jersey, 
Pennsylvania, Delaware, Maryland, Virginia, West Virginia and 
District of Columbia. Asks rates for future. 


. 20749. Sub. No. 1. T. M. Chapman’s Sons Co., Old Town, Me., vs. 


Boston & Maine et al. 

Unreasonable rates on sea or core sand from Mystic Wharf, 
meen, Mass., to Old Town, Me. Asks rates for future and rep- 
aration. 


. 20792. E. A. Boyce Co., Inc., et al., Donna, Tex., vs. St. Louis, 


Brownsville & Mexico et al. 

Rates and charges in violation of first three sections of the act, 
resulting also in overcharges due to excessive and unlawful 
weights on vegetables from points in Lower Rio Grande Valley in 
Texas to interstate and Canadian destinations. Asks rates, weights 
and charges for future and reparation. ‘ 
20793. J. F. Garvey Co., Lincoln, Neb., vs. A. B. & A. et al. 

Charges in violation of sections 1 and 4 of the act, on peanuts 
from points in Alabama, Georgia, Florida, North Carolina and 
Virginia to Omaha and Lincoln, Neb. Asks rates for future and 
reparation. 


. 20794. Peterson Biddick Co., Wadena, Minn., vs. C. B. & Q. et al. 


Rates in violation of section 6 of the act, on live poultry from 
Wadena and other Minnesota points through Minnesota Transfer, 
Minn., to Chicago, Ill. Asks reparation. 


. 20795. Acker ‘& Cook et al., Elida, N. M., vs. Santa Fe et al. 


Unreasonable charges on coal from origin points named in Colo- 
rado & Southern tariff No. 1355, I. C. C. 1455, in groups 1, 2, 3 
and 4, to points in New Mexico and Texas. <Asks rates for future 
and reparation. 


. 20796. —The Edwin Bell Co., Pittsburgh, Pa., vs. Virginian et al. 


Rates and charges in violation of sections 1 and 4 of the act, 
on keg staves (lumber) from Purdy, Wilcox and Jarrett, Va., to 
Beaver Falls and Woodlawn, Pa. Asks reparation. 


- 20797. Memphis Freight Bureau et al., Memphis, Tenn., vs. St. 


Louis-San Francisco et al. 

Rates in violation of sections 1 and 3 of the act, on cotton con- 
centrated or stored in transit from points on the Frisco in Mis- 
souri, Arkansas, Oklahoma, Tennessee, Mississippi and Alabama 
to New Orleans and Westwego, La., Mobile, Ala., and adjacent 
points or deliveries taking New Orleans or Mobile rates on cot- 
ton. Asks rates, charges, rules, regulations and transit privileges 
and reparation. 


. 20798. Traffic Bureau, Chamber of Commerce, Aberdeen, S. D., 


et al. vs. Northern Pacific et al. 

Rates in violation of sections 1 and 3 of the act on cream in 
ten-gallon cans from Jamestown, N. D., to Aberdeen, S. D. Asks 
rates for future and reparation. 

20799. Benjamin Clayton et al., doing business as Anderson, 
Clayton & Co., et al., Houston, Tex., vs. Pacific Electric et al. 

Unreasonable rates and charges on cotton from Safford, Dun- 
can, Pima, Lone Star and Solomon, Ariz., to Los Angeles, San 
Pedro and Wilmington, Calif., and from Colorado, Calif., to Wing- 
foot, Calif., via interestate route. Asks rates for future and 
reparation. 


. 20800. Wisconsin Paper & Pulp Manufacturers’ Traffic Associa- 


tion, Chicago, Ill., vs. C. & N. W. et al. 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from points in Wisconsin and upper Michigan to points in 
Kentucky, Tennessee, Alabama, Virginia, the Carolinas, Georgia 
and Florida: Asks rates for future. 


. 20801. White Eagle Oil & Refining Co., Kansas City, Mo., vs. 


Santa Fe et al. 

Unreasonable rates on wrought iron and steel pipe, steel derricks 
and oil well supplies, from points in Oklahoma, Texas and Kan- 
sas to points in Texas, Oklahoma and Kansas. Asks rates for 
future and reparation. 


. 20802. South Georgia Traffic Bureau, Tifton, Ga., vs. A. B. & C. 


et al. 

Rates in violation of first four sections of the act, on coal from 
points in Alabama, Kentucky, Tennessee and/or West Virginia 
to Ashburn, Cordele, Ocilla, Sylvester, and/or Tifton, Ga. Asks 
rates for future and reparation. 

Fy on alee Mold & Foundry Co., Wheeling, W. Va., vs. W. 


Rates in violation of sections 1, 2, 3 and 13 of the act, on sand 
from Dundee and Beach City, O., to Wheeling, W. Va. Asks 
rates for future and reparation. 
ge hy Kennedy Construction Co. et al., Quincy, Fla., vs. 
A. . . et al. 

Charges in violation of section 6 of the act, on one power shovel 
from Chattanooga, Tenn., to Avon Park, Fla. Asks reparation. 
20805. Tri-County Coal Dealers’ Assn. et al., Woodstown, N. J., 
vs. Atlantic City R. R. et al. 
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Unreasonable rates on anthracite coal from points in Pennsy]- 
vania to points in New Jersey. Ask rates for future and repara- 


tion. 
No. 20806. Frank R. Gooding et al., Gooding, Ida., vs. Oregon Short 
Line et al. 


Rates and charges in violation of the first three sections of the 
act on traffic in and out of Idaho. Ask relief for future. 

No. 20808. South Fayette Coal Co., Pittsburgh, Pa. vs. Monongahela 
et al. 

Rates in violation of sections 1 and 3 of the act, on bituminous 
coal from Big Meadow Run, Pa., to Lake Erie ports for trans- 
shipment by lake. Asks rates for future. , 

No. 20809. Birmingham Traffic Assn., Birmingham, Ala., vs. Illinois 
Central et al. 

tates in violation of sections 1, 3 and 4 of the act, on salt, from 
points in Louisiana to Birmingham, Ala. Asks rates for future 
and reparation. 

No. 20810. Cone Bros. Construction Co., Tampa, Fla., vs. Southern 
et al. 

Rates in violation of sections 1 and 3 of the act, on slag, from 
Woodward, Ala., to Hillsboro, Fla. Asks reparation. 

No. 20811. The C. B. Dolge Co., Westport, Conn., vs. New Haven et al. 

Unreasonable rates on trisodium phosphate, from Marcus Hook, 
Pa., to Westport-Saugatuck, Conn. Asks rates for future and 
reparation. 

No. 20812. Page & Son, Portland, Ore., vs. Southern Pacific et al. 

Unreasonable rates on cabbage from Harlingen, Tex., to Port- 
land, Ore. Asks cease and desist order, waiver of undercharge 
and reparation. ; : 

No. 20813. Kentucky Lumber Co., Sulligent, Ala., vs. Frisco et al. 

Charges in violation of sections 1 and 6 of the act, on kiln dried 
yellow pine lumber from Sulligent, Ala., to Leesburg, Ind. Asks 
relief for future and reparation. 

No. 20814. Columbus Brick & Tile Co. et al., Columbus, Ga., vs. Sea- 
board Air Line et al. we : 

Unreasonable rates on brick and hollow building tile, from Co- 
lumbus, Ga., to Tallahassee and Madison, Fla. Ask rates for fu- 
ture and reparation. 

No. 20815. Park Mills, Inc., Sabattus, Me., vs. Boston and Maine et al. 

Unreasonable rates on wool in the grease, not scoured, from 
Boston, Mass., to Sabattus, Me. Asks rates for future and rep- 
aration. 

No. 20816. Pet Milk Co., St. Louis, Mo., vs. Pennsylvania et al. 

Unreasonable rates on evaporated milk from Greensboro, Md., 
to points in Maryland, New Jersey and Virginia. Asks rates for 
future and reparation. : 

No. 20817. Minnesota and Ontario Paper Co. et al., International Falls, 
Minn., vs. Missouri Pacific et al. ; 

Rates in violation of sections 1 and 3 of the act, on newsprint 

aper, from International Falls, Minn., Fort Francis, Kenora, and 

estfort, Ont., to points in Oklahoma, Texas, New Mexico, Mis- 
souri, Louisiana, Colorado and Kansas. Ask rates for future. 


No. 20818. Ed Katz, Cleveland, O., vs. Erie et al. ie 
Rates in violation of sections 1 and 6 of the act, on scrap imi- 
tation leather, from Detroit and Cleveland to Chicago, Ill. Asks 
rates for future and reparation. ; 
No. 20819. Carey-Reed Co., Lexington, Ky., vs. Pennsylvania et al. 
Unreasonable rates on cement, from Sellersburg and Speeds, Ind., 
to Mayfield, Ky., and McKenzie, Tenn. Asks reparation. 
No. 20820. C. W. Zaring & Co., Jacksonville, Fla., vs. C. M. St. P. & P. 
et al. 
Rates in violation of first three sections of the act, on canned 
evaporated milk, from Merrill, Wis., to Jacksonville, Miami and 
West Palm Beach, Fla. Asks rates for future and reparation. 


No. 20821. Oklahoma Portland Cement Co., Denver, Colo., vs. Santa 
Fe et al. . 
Unreasonable rates on cement from Ada, Okla., to points in 
Texas, also in violation of sections 3 and 13 of the act. Asks 
rates for future and reparation. ; 
No. 20822. Pet Milk Co., St. Louis, Mo., vs. Pennsylvania et al. | 
Rates in violation of long-and-short-haul clause of section 4 
of the act, on evaporated milk in metal cans, in cases, from _Green- 
ville, Ill., to points in Missouri. Asks cease and desist order and 
reparation. 
No. 20823. Northwest Engineering Co., Green Bay, Wis., vs. Sea- 
board Air Line et al. 
Unlawful rate on excavating machine and parts thereof from 
Tampa, Fla., to Havana, Cuba, via Key West, Fla. Asks refund. 
No. 20824. W. R. Fuller, Tampa, Fla., vs. Seaboard Air Line et al. 
Unlawful charges on road rollers and parts from Frankfort, N. 
Y., to Tampa, Fla. Asks refund. : 


No. 20825. Caruso, Rinella, Battaglia Co., Inc., Schenectady, N. Y., vs. 
Norfolk Southern et al. 

Rates in violation of sections 1, 3, 4 and 6 of the act, on cab- 
bage and beans from points in North Carolina to points in New 
York. Asks rates for future and reparation. 

No. 20826. Karnofsky Bros., Wilkes-Barre, Pa., vs. Pennsylvania. 

Rates in violation of sections 1 and 4 of the act, on tomatoes 
and peppers from Swedesboro, N. J., to Wilkes-Barre, Pa. Asks 
rates for future and reparation. 

No. 20827. Ohio River Sand & Gravel Co., Pittsburgh, Pa., vs. A. C. & 
Y. et al. 

Rates in violation of first three sections of the act, on sand and 
gravel from Wheeling, W. Va., to points in Ohio and Pennsylvania. 
Asks rates for future. 7 . 

No. 20828. Lebanon Steel Foundry, Lebanon, Pa., vs. Pennsylvania 
et al. 

Unreasonable charges on sand from points in New Jersey to 
Lebanon, N. J. Asks cease and desist order and reparation. 

No. 20829. Chattanooga Manufacturers’ Association et al., Chatta- 
nooga, Tenn., vs. Southern Pacific et al. - 

Unreasonable charges on salt from points in Louisiana to o-_ 
tanooga, Tenn., and Rossville, Ga. Asks rates for future an 
reparation. r 

No. 20830. Kali-Inla Coal Co., Hartshorne, Okla., vs. C. R. I. & P. 
et al. . 

Rates in violation of first three sections of the act, on mine = 
and lump coal from Hartshorne and Haileyville, Okla., to Dal “ 
Tex., as compared with rates from Alabama and Colorado points. 
Asks rates for future. : 

No. 20831. F. S. Murphy Lumber Co., San Francisco, Calif., vs. Den- 
ver & Rio Grande Western et al. 

Charges in violation of section 6 of the act, on lumber from 
Quincy, Calif., to Lexington, Ky. Asks refund. 

No. 20832. John Wickenhiser & Co., Toledo, O., vs. C. I. & L. 

Unreasonable rates on corn in bulk from Chalmers, Ind., t® 
Waterville, Me., and Abbott Run, R. I. Asks reparation. 

No. 20833. Miami Laundry Co., Miami, Fla., vs. Florida East Coast. 

Illegal charges on generators from East Pittsburgh, Pa. 
Miami, Fla. Asks cease and desist. order and reparation. 
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TRANSMARINE. LINES 


Direct Service 


LOS ANGELES (witmington—Berth 188) 
SAN FRANCISCO 


OAKLAND 


Intercoastal 
PORT NEWARK, N. J. 
(New York Harbor) Steamer 
SUTERMCO 
SUHOLCO 
April 30 


Gulf-Intercoastal 
New Orleans | 


From 

Mobile 
April 17 
April 27 
May 9 


Steamer 
SUJERSEYCO 
SUDAWSONCO 
SUNELSECO 


Coastwise Gulf Service 


From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 


TRANSMARINE LINES 


Port Newark Terminal General Offices: " 
5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 


Agencies: , Chicago, Houston, Los Angeles, Mobile, 
New Orleans, Pittsburgh, San Francisco 





NEWARK, N. J. 
STORAGE 


‘NEWARK WAREHOUSE coy 
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Located in the be age of the City and in the ‘Center of the 
York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Private Siding be agen with 
The Central Railroad Co. of New Jersey 
For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 
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Baltimore, 
39 South St. Drexe 


Save 60/7 
on every 
Carload 


Leading shippers have saved 30 to 60% of 
the cost of bulkbinding or carloading by 
using the Signode Steel Strapping method. 
It is easier, quicker and shipments aré 
safer. Applicable to boxes, barrels, bales, 
cartons, crates, etc. 





Ask for strapping expert to call or send 
for Bulletin 11. 


Consolidated Steel Strapping Co. 
2613 N. Western Avenue, Chicago, II. 


SIGNODE 


The Sealed Steel Strapping 








Ship by Water 


VIA 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and thé Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 
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No. 20834. Kraft Cheese Co., Chicago, Ill., vs. C. & N. W. et al. 

f Rates in violation of first three sections of the act, on tinfoil 
from Chicago, Ill., to Pocatello, Ida. Asks reparation. 

No. 20835. Gulf Refining Co. et al., Pittsburgh, Pa., vs. A. & S. et al. 

Rates in violation of sections 1, 3: and 13 of the act, on pe- 
troleum products, including gasoline, kerosene, lubricating oils 
and greases, from complainants’ refineries in Texas to points in 
Oklahoma, Arkansas, Louisiana, Kansas and Texas. Asks rates 
for future. 

No. 20836. C. W. Zaring & Co., Jacksonville, Fla., vs. Florida East 
Coast et al. 

Charges in violation of first four sections of the act, on canned 
goods from points in Maine, New York, Pennsylvania, Maryland, 
Illinois, Iowa, Indiana, Michigan and Wisconsin to points in For- 
ida. Asks rates for future and reparation. 

No. 20837. United States Lime Products Corporation, San Francisco, 
Calif., vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on lime and lime products from Sloan, Nev., to points in Cali- 
fornia. Asks rates for future. 

No. 20838. Fisher Body Corporation et al., Detroit, Mich., vs. Missis- 
sippi Railway et al. F 

Unreasonable rates on hardwood logs from White Springs, and 
Smithville, Miss., to Memphis, Tenn., there manufactured into 
wooden auto body part and reshipped. Asks reparation. 

No, 20839. Waco, Beaumont, Trinity & Sabine Ry. Co., Houston, Tex., 
vs. International-Great Northern et al. 

Complainant says it is entitled to and should receive greater 
divisions or proportions out of interstate class and commodity 
rates and that they should be increased 50 per cent. Asks relief 
as*to divisions. 

No. 20840. Evansville (Ind.) Chamber of Commerce vs. B. & O. et al. 

Rates in violation of first three sections of the act, on brick 
from Evansville, Ind., to points in southern Illinois. Asks rates 
for future. 

No. 20841. The North Carolina State Highway Commission, by South- 
ern Traffic Service, Wilmington, N. C., vs. N. & W. et al. 

Unreasonable charges on gravel from Puddledock, Va., to Bay- 
boro, N. C. Asks rates for future and reparation. 

No. 20842. Carpenter Paper Co., Omaha, Neb., vs. C. & A. et al. 

Unreasonable rate and charges on paper pulpboard from In- 
dianapolis, Ind., to Omaha, Neb. Asks reparation. 

No. 20843. — Brothers Construction Co., Tampa, Fla., vs. Georgia 
R. R. et al. 

Unlawful charges on granite curbing from Arabia Mountain, 
Ga., to Tampa and other Florida points. Asks refund. 

No. _— Americus Grocery Co. et al., Americus, Ga., vs. A. G. S. 
et al. 

Unreasonable rates on salt from Jefferson Island and other 
Louisiana points to points in Alabama, Tennessee and Georgia. 
Asks rates for future and reparation. 

No. 20845. Southard Feed & Milling Co., Kansas City, Mo., vs. C. R. 
I. & P. et al. 

Charges in violation of sections 1, 4 and 6 of the act, on corn 
chops and grain transited at Kansas City, Mo., and destined to 
Pensacola, Fla. Asks reparation. 

No. 20846. T. B. MeGahey, Miami, Fla., vs. D. T. & I. et al. 

Unreasonable charges on road roller from Springfield, 0., to 
Miami, Fla. Asks reparation. 

No. 20846. oe No. 1. M. D. Moody, Jacksonville, Fla., vs. D. T. & 
I. et al. 

Same complaint and prayer as to road rollers and roller parts 
from Springfield, O., to Newberry, Fla. 

No. 20847. T. B. McGahey, Miami, Fla., vs. Southern et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on ground limestone from Mascot, Tenn., to Miami, Fla. Asks 
reparation. 

No. 20848. Merwin Mfg. Co., Erie, Pa., vs. B. & O. et al. 

Rates in violation of sections 1, 2, 3 and 6 of the act, on sheet 
steel -shearings and waster sheets from Youngstown and other 
Ohio points and points in Pennsylvania, West Virginia, New York, 
Indiana, Michigan and Maryland to Erie, Pa. Asks rates for fu- 
ture and reparation. 

No. 20849. Lowe Paper Co., Ridgefield, N. J., vs. Erie et al. 

Unreasonable rates and charges on sulphate of alumina from 
Marcus Hook, Pa., to Ridgefield, N. J. Asks rates for future and 
reparation. 


CHANGES IN DOCKET 


Finance No. 6784, application of Lehigh Valley for authority 
to operate over the subway railroad in Rochester, N. Y., and 
‘finance No. 6802, application of Erie for authority to operate 
over the subway railroad in Rochester, N. Y., were set for hear- 
ing at Washington, D. C., April 6, before Examiner Sullivan. 

Hearing in I. and S. 3079, coal from southern Illinois to 
interstate destinations, set for April 4, at Chicago, before Exam- 
iner Disque, was canceled. 

Hearing in Fourth Section Application 13346, filed by St. L.- 
S. F. Ry. and M.S. B. & P. R. R., assigned for April 3, at Wash- 
ington, D. C., before Examiner Stillwell, was canceled. 
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Hearing in I. and S. 2973 (and 1st supplement), rules for 
body icing from Southeastern territory, assigned for April 5, 
at Washington, D. C., before Examiner Bartel, was canceled. 

Hearing in I. and S. 3078, beverage containers from south. 
eastern and Carolina territory to points in Illinois Freight 
Association territory, set for April 6 at Chicago, before Exam. 
iner Disque, was canceled. 


POSTAL RATE BILL PASSED 


The Griest postal rate revision bill (H. R. 12030), as re. 
ported by the committee on post office and post roads, was 
passed by the House April 2. The measure was sent to the 
Senate. (See Traffic World, March 24, p. 725.) 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on March 15 totaled 138,971, 
or 6.2 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 101 cars above 
the number reported on March 1, at which time there were 
138,870, or 6.2 per cent. Freight cars in need of heavy repairs 
on March 15 totaled 98,697, or 4.4 per cent, an increase of 273 
compared with March 1, while freight cars in need of light re. 
pairs totaled 40,274, or 1.8 per cent, a decrease of 172 compared 
with March 1. 


Locomotives in need of repair on the Class I railroads of 
this country on March 15 totaled 9,294, or 15.4 per cent of the 
number on line. This was an increase of 437 locomotives com- 
pared with the number in need of such repairs on March 1, at 
which time there were 8,857, or 14.7 per cent. Locomotives in 
need of classified repairs on March 15 totaled 5,150, or 8.6 per 
cent, an increase of 394 compared with March 1, while 4,144, or 
6.8 per cent, were in need of running repairs, an increase of 
forty-three compared with the number in need of such repairs 
on March 1. Class I railroads on March 15 had 6,955 serviceable 
locomotives in storage compared with 7,180 on March 1. 


ELECTRIC RAILWAY BILL 


The committee on state and federal legislation of the Na- 
tional Association of Railroad and Utilities Commissioners has 
considered H. R. 12108, the electric railway bill introduced by 
Representative Johnson, of Indiana. The bill is put forward by 
the American Electric Railway Association. In a bulletin to 
members, discussing the bill, John E. Benton, general solicitor 
for the state commission, said: 


It is designed, among other things, to clear up uncertainty as to 
the status of various interurban electrics. Such interurbans are ex- 
pressly excluded from the effect of section 20a and other sections of 
the interstate commerce act. But the Commission has held that what 
is commonly called an “electric interurban’? may be more than that 
and subject to the act. It is said that $300,000,000 of bonds of such 
earriers issued without I. C. C. sanction may be void if the Com- 
mission adheres to past decisions and the law is not changed. 

The bill would correct the situation by legislative construction. 
It would, however, make every electric railway subject to the rate- 
making powers of the Interstate Commerce Commission—street rail- 
ways as well as interurbans. It is thus in conflict with resolutions 
heretofore adopted by this association asking’ Congress to exempt 
from the jurisdiction of that Commission the electric railways engaged 


* in street railway service, as distinguished from the freight cafrying 


electrics. The committee instructed the general solicitor to collaborate 
with Mr. Cass, representative of the American Electric Railway As- 
sociation, with a view, if possible, to agreement upon amendments 
which may render the bill not in conflict with the resolutions of this 
association. 


. SHIPMENT OF PISTOLS, ETC. 


Representative Crail, of California, has introduced H. R. 
12683, a bill to regulate the shipment in interstate commerce of 
pistols, revolvers, rifles, and machine guns, and ammunition. 
The bill would prohibit transportation of such commodities, 
except as to use for national defense purposes. 


Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

April 9—Chicago, Ill—Examiner Disque: 
1. & S. 3006 (and ist and 2nd supplemental orders)—Grain and grain 
products from western points C. F. A. territory. 
April 9—Phoenix, Ariz.—Examiner McGrath: 
20372—Cady Lumber Corp. et al. vs. Apache Ry. et al. 
20508—Arizona Grocery Co. et al. vs. A. T. & S. F. Ry. et al. 
April 9—Columbus, O.—Examiner Carter: 
1. & S. 3000—Cancellation of Commodity Rates on Sewer Pipe in C. 

F. A. Territory. 

1. & S. 3059—Sewer Pipe and Wall Coping from various Pennsylvania 
points to New England and Eastern Trunk Line Territories. 


19886—Graff-Kittanning Clay Products Co. vs. A. C. R. R. et al. 

1. & S. 3059 (ist and 2nd supplemental orders)—Sewer pipe and wall 
coping from various Penna. points to New England and Eastern 
Trunk Line Territories. 


April 9—Salt Lake City, Utah.—Examiner Jewell: 
20134—-Covey-Ballard Motor Co. vs. C. M. & St. P. Ry. et al. 
20241—-Taylor Motor Co. vs. A. T. & S. F. Ry. et al. 


April 10—Tulsa, Okla.—Examiner Clifford: 
20483—Tulsa Traffic Assn. et al. vs. A. T. & S. F. Ry. et al. 


April 10—Washington, D. C.—Examiner Boles: 
20516—George B. Hild, E. G. Hitt and Joseph Moudry, and as the 
executive committee representing the protective committee ° 
holders of securities issued by C. N. S. & M. R. R. vs. C. N.S 
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DENVER, COLORADO 





Office Rentals. The Weicker Transfer & Sterage Company 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (<&¢2,) Fast Steamship Freight Service 
LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 
Steamer Connections Made With All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


ix High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eoauipped with Sprinkler System Throughout. 
Reiiabie Transportation at a Moment’s Notice. 


¥ arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. ; 


[["tezrity of Our Warehouse Receipts Is Unques- 
tioned. 
Capacity of Tracks Serving Plants Over 500 Cars. 


PEitablished system of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,’? That’s Your 


Business and Yours Only 
GEO. SEALY J. GARRISON 
President Vice-Pres. and Gen’! Manage 
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PANAMA MAILS. S. CO. 








Fast Freight and Passenger Service 
Scheduled Sailings vie Panama Canal 





EASTBOUND SAILINGS 





seeeeeerserseee 
. 
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LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 
Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles or San Francisce 


and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


on 


Orient Mails 


Fast service wins the mail. This line 
carries the Mail to the Orient because 


of quick delivery. That same speed is 

available for your freight and express 

shipments. Win sales by service. Sail- 
ings every alternate Saturday from Seattle 
for Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. Thru Bills of Lading 
issued to all Oriental ports. 


T. J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 


W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St. 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, 
Portland,Ore., San Francisco, Calif., Tacoma, Wash., 
Vancouver, B.C., Victoria, B.C. 
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April 11—Bluefield, W. Va.—Examiner Johnston: 
20359—Bluefield Grocery Co. vs. N. Y. C. R. R. et al: , 
:  20361—Williamson Supply Co. vs. N. Y. C. R. R.-et al. 
+ 20362—-Williamson Grocery Co. vs. N. Y. C. R. R. ét al. 
as ag sae or. Nos. 1 and 2)—Tug River Grocery Co. vs. N. Y. €. 
. Ot. 88 
20431—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al. 
; 20432—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al, , 
; 20492—Sterling Hardware Co. vs. N. Y. C. R. R. et al. . 
20506—-Lewis Furniture Co., Inc., vs. N. Y. C. R. R. et al. 
20360 (and Sub. Nos. 1 to 15, incl.)—J. Amicon Bros. & Co. vs. N. 
x C, KR &. ot al. 

20430 (and Sub. Nos. 1 to 4, incl.)—Bluefield Produce & Provision 
Co. vs. N. Y¥. C. R. R. et al. : 
20433 (and Sub. Nos. 1 to 5, incl.)—Flat Top Grocery Co. vs. N. Y. 

C.” R.-R. et al. 


: April 11—Tulsa, Okla.—Examiner Clifford: 
_ 14995—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. (further 
hearing, solely with respect to proof of the amount of reparatio 
‘ due complainant). 
i: April 11—Argument at Washington, D. C 


10526—Anaconda Copper Mining Co. et al. vs. Director General, as 


agent, A. A. R, R. et al. 
{° 10581—American Smelting and Refining Co. et al. vs. Director Gen- 
eral, as agent, A. A. R. R. et al. 
17863—Bunker Hill & Sullivan Mining & Concentrating Co. vs. O.- 
W. R. R. & N. Co. et al. 


April 12—Chicago, Ill.—Examiner Stiles and Parker: 
* 17000—Part Nine—Western Live Stock Rates (adjourned hearing). 


April 12—Lexington, Ky.—Examiner Hosmer: 

|. & S. 3051—Class rates between various Kentucky points and points 

in Official Classification territory. 
April 12—Argument at Washington, D. C.: 

Finance No. 3584—Sub. 2—In the Matter of Application of P. E. 
Crowley, for authority to hold position as Director of the W. & 
L. E. Ry. and for general authority with said carrier and/or any 
of its affiliated lines. 

Finance No. 6255—In the Matter of Application of W. S. Hayden to 
hold position as Director of the W. & L. E. Ry. and for general 
authority with said carrier and/or any of its affiliated lines. 

Finance No. 2160. Sub. 2.—In the Matter of Application of A. H. 
Harris, for authority to hold position as director of the W. & L. 
E. Ry. and for general authority with said carrier and/or any of 
its affiliated lines. 

Finance No. 2677. Sub. 5—In the Matter of the Application of Daniel 
Willard, for authority to hold position as Director of the W. & 
L. E. Ry., and for general authority with said carrier and/or 
any of its affiliated lines. 

Finance No. 6277—In the Matter of Application of Newton D. Baker, 
for authority to hold position as Director of the W. & L. E. Ry. 
and for general authority with said carrier and/or any of its 
affiliated lines. 

Finance No. 2678. Sub. 5—In the Matter of Application of George 
M. Shriver, for authority to hold position as Director of the W. 
& L. E. Ry. and for general authority with said carrier and/or 
any of its affiliated lines. 

Finance No. 1855. Sub. 3—In the Matter of Application of Walter L. 
Ross, for authority to hold position as Director of the W. & L. E. 
Ry., and for general authority with said carrier and/or any of its 
affiliated lines. 4 

April 12—Tulsa, Okla.—Examiner Clifford: 
19803—-Lone Star Gas Co. vs. A. T. & S. F. Ry. et al. 
20378 (and Sub. Nos. 1 and 2)—Skelly Oil Co. vs. A. T. & S.-F. Ry. 


et al. 
20397—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. 


April 13—Argument at Washington, D. C.: 
Finance No. 6229—Proposed Construction of extension by P. & W. V. 
Ry. 
April 13—San Diego, Calif.—Examiner McGrath: 
20463—Butler’s-:Feed Mills et al. vs. Holton Interurban Ry. et al. 
20139—Charles B. Justice Co. vs. Holton Inter-Urban Ry. et al. 


April 14—Oklahoma City, Okla.—Examiner Clifford: 
— (oe. 1)—Okemah Wholesale Grocery Co. vs. A. T. & S. F. 
y.,et al. ; 
April 14—Argument at Washington, D. C.: 
17390 (and Sub. 1)—Luckenbach §&. S. Co., Inc., vs. Sou. Ry. et al. 


April 14—Pueblo, Colo.—Examiner Jewell: 
19989—-The Jewell Co., Inc., vs. Mo. Pac. R. R. et al. 


April 16—Cincinnati, O.—Examiner Hosmer: 

1. & S. 3048—Hay, Straw, Excelsior and other commodities between 
Ill. F. A., Cent. F. A., Eastern and New England, Trunk Line 
Territories and Southern Points. 

April 16—Washington, D. C.—Examiner Binkley: 
20244—Miller Bros. 101 Ranch et al. vs. A. T. & S. F. Ry. et al. 


April 16—Kansas City, Mo.—Examiner Hagerty: 
1. & S. 3062—Grain and related articles between points in Kansas, 
Nebraska, Oklahoma and Texas. 
April 16—Charleston, W. Va.—Examiner Johnston: 
19959—-West Virginia Brick Co. vs. A. & R. R. R. et al. 
April 16—Oklahoma City, Okla.—Examiner Clifford: 
16200—Oklahoma Traffic Assn. et al. vs. A. & V. Ry. et al. 
April 16—Charleston, W. Va.—Examiner Johnston: 
19955—West Virginia Brick Co. et al. vs. Hocking Valley Ry. et al. 


April 16—Washington, D. C.—Examiners Marchand and Brinkley: 
Valuation No. In re tentative valuation of the property of the 
G. H. & S. A. Ry. 
Valuation No. 70i—In re Iberia & Vermilion R. R. 
Valuation No. 728—In re Houston & Shreveport R. R. 
Valuation No. 750—Direct Navigation Co. 
Valuation No. 756—Texas & New Orleans R. R. 
Valuation No. 804—Houston & Texas Central R. R. 
Valuation No. 842—Houston East & West Texas Ry. 
Valuation No. 854—El Paso Union Passenger Depot Co. 
Valuation No. 883—Morgan’s Louisiana & Texas R. R. & S. S. Co. 
Valuation No. 923—Southern Pacific Terminal Co. 
Valuation No. 784—Louisiana Western R. R. 
April 16—Argument at Washington, D. C.: 
15445—The McCormick Warehouse Co. vs. Penna. R. R. et al. 
Fourth Section Applications Nos. 12628, 1896, 1895 and 1854—Rates 
from Eastern Territory to intermediate points in Minn., Ia., and 
Ill. higher than to Twin Cities Rate points. 
April 16—Los Angeles, Calif.—Examiner McGrath: 
20368 (and Sub. 1)—Leslie S. Bowdon, as Trustee for the Estate 
of Pacific Cotton and Finance Corp., Bankrupt, vs. Sou. Pac, Co. 


et al. 
20121—Benjamin Clayton et al. vs. Arizona Eastern R. R. et al. 


il & 
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20400—Globe Cotton Oil Mills et al. vs. A. E. R. R. et al. 
—a Cottonseed Products Corp. et al. vs. Inter-Calif. Ry, 
et al. 


’ April 16—Denver, Colo.—Examiner Jewell: 


“he ea New Mexico Coal Operators’ Assn. vs. C. B. & 
. R. R. et al. 

20329—Board of Railroad Commissioners of the State of South Da. 

kota vs. C. B. & Q. R. Ry et al. 

April 16—Cincinnati, O.—Examiner Hosmer: 
S. 3048 (ist supplemental order)—Hay, straw, excelsior and 
other commodities between I. F. A., C. F. A., Eastern and New 
England Trunk Line territories and southern pts. 


. April 17—Kansas City, Mo.—Examiner Hagerty: 


1. & S. 3073—Grain and grain products from Kansas to Arkansas, 
Kansas and Missouri. 


20132 (and Sub. 1)—Rodney Milling Co. vs. St. L.-S. F. Ry. et al. 
April 17—Charleston, W. Va.—Examiner Johnston: 
20261—-Fletcher Enamel Co. et al. vs. B: & O. R. R. et al. 
April 17—Oklahoma City, Okla.—Examiner Clifford: 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 


April 17—Los Angeles, Calif.—Examiner McGrath: 
20588—Inyo Chemical Co. vs. D. & R..G. W. R. R. et al. 
- 20593—Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 
April 17—Denver, Colo.—Examiner Jewell: 
20716—Northwestern Terra Cotta Co., successors to. the * Denver 
Terra Cotta Co., et al. vs. C. B. & Q. R. R. et al. 
Aore 17—Washington, D. C.—Director Bartel and Special Examiner 
ogers: 
17936—In re Refrigeration Charges on fruits, vegetables, berries 
and melons from the south (further hearing). 
April 17—Argument at Washington, D. C.: 
19799—-The Middle Creek Coal Co. et al. vs. B. & QO. R. R. et al. 
16570—Joint Council of the International Apple Shippers’ Assn. et al. 
vs. N. Y. N. H. & H. R. R. et al. 
1. & S. 2867—Icing of perishable commodities at points on the N. 
¥. W.. @. BR: RR. 
April 18—Kansas City, Mo.—Public Service Commission of Kansas: 
Finance No. 6598—Joint Application of St. Louis-San Francisco Ry. 
and Kansas City, Clinton & Springfield Ry. Co. for authority to 
abandon operation of a portion of a line of railroad in Johnson 
county, Kans., and Jackson and Cass counties, Mo. 


April 18—Kansas City, Mo.—Examiner Hagerty: 
4 . 3074—Fabrication in transit of iron and steel articles at 
Kansas City, Mo. 
April 18—Denver—Examiner Jewell: 
19884—-Beatrice Creamery Co. vs. A. T. & S. F. Ry. et al. 
April 18—Richmond, Va.—Examiner Davis: 

Finance No. 6706—Application Prince George & Chesterfield Railway 
for authority to construct a line of railroad in Chesterfield and 
Prince George counties, Va. 

Finance No. 6811—Application Seaboard Air Line for authority to 
acquire control of Prince George and Chesterfield Railway by 
purchase of capital stock and to lease the railroad proposed to be 
constructed by that company. 

April 18—Argument at Washington, D. C.: 

17922—Carolina Bagging Co. vs. S. A. L. Ry. et al. 

18650—Peninsula Produce Exchange vs. Penna. R. R. et al. 

18732—Andrews Bros. et al. vs. Penna. R. R. et al. 

19500—-George L. Collins Co. et al. vs. Penna. R. R. et al. 


April 18—Los Angeles, Calif.—Examiner McGrath: 

20373—J. M. Gibbs and J. M. Gibbs, Jr., as co-partners doing busi- 
ness as such under the firm name and style of J. M. Gibbs & 
Co., vs. Pac. Elec. Ry. et al. 

April 19—Kansas City, Mo.—Examiner Hagerty: 

1.°& S. 3063—Restriction in the territorial limits of Kansas City, Mo.- 

Kans., Switching district. 
April 19—Anthony, Kans.—Examiner Clifford: 
20401 (and Sub. 1)—Anthony Salt Co. vs. A. V. I. Ry. et al. 


April 19—Argument at Washington, D. C.: 
16243—Indiana Coke & Gas Co. vs. A. & W. Ry. et al. 
16611—Citizens’ Gas Co. of Indianapoliis vs. A. C. Ry. et al. 
19363—-Milwaukee Coke and Gas Co. vs. A. & W. Ry. et al. 
19378—Zenith Furnace Co. vs. A. C. & H. B. Ry. et al. 
19387—Chicago By-Product Coke Co. vs. A. & W. Ry. et al. 
19403—By-Products Coke Corp. vs. A. & W. Ry. et al. 


April 19—Indianapolis, Ind.—Examiner Johnston: 
20313—Evans Milling Co. vs. B. & O. R. R. et al. 


April 19—Los Angeles, Calif.—Examiner McGrath: 
16542 (and Sub. 1 to 7, incl.)—California Dressed Beef Co. et al. 
vs. A. T. & S. F. Ry. et al. (further hearing). 
April 20—Amarillo, Tex.—Examiner Smith: 
20307—Amarillo Board of City Development et al. vs. A. T. & S. F. 
Ry. et al. ; 
April 20—Washington, D. C.—Examiner Binkley: 
20392—The Atlas Portland Cement Co. vs. Southern Ry. 


April 20—Argument at Washington, D. C.: 

* Valuation No. 1066—In re tentative valuation of the property of the 
Toledo Terminal R. R. 

* Valuation No. 1076—In re tentative valuation of the property of 
the Cisco & Northeastern Ry. 


April 20—Argument at Washington, D. C.: 
17567—Dallas Cotton Exchange et al. vs. A. & S. Ry. et al. 
ba ‘Wakes Alfalfa Growers’ Assn. et al. vs. A. T. & S. F. By. 
et al. 
20470—Ballow & Price vs. A. T. & S. F. Ry. et al. 


April 20—Indianapolis, Ind.—Examiner Johnston: 
20554—-Swayne, Robinson & Co. vs. Penna. R. R. et al. 


April 21—Indianapolis, Ind.—Examiner Johnston: ; 
1. & S. 3077—Grain and grain products from points in Ind., Mich. 
and Ohio to St. Louis, Mo., and East St. Louis, IIl. 


April 21—Wichita, Kans.—Examiner Clifford: 
18196—The Geis-White Grain Co. vs. A. T. & S. F. Ry. et al. 
April 21—Argument at Washington, D. C.: 
19536—Independent Fruit Co. et al. vs. C. & A. R. R. et al. 
18693—-Standard Gypsum Co. vs. Un. Pac. R. R. et al. 
18909—Pacific Portland Cement Co., Consolidated, vs. Western Pa- 
cific R. R. et al. 


April 23—Washington, D. C.—Examiner Binkley: 
20553—Warren Mfg. Co. vs. B. & M. R. R. et al. 

April 23—Kansas City, Mo.—Examiner Hagerty: 
20265—Gateway Hay Co. et al. vs. M. & N. A. Ry. et al. 
20339—The Larabee Flour Mills Co. vs. St. L.-S. F. Ry. et al. 
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PHILADELPHIA, PA. 


DELIVERY 
lete! BREAKING UP 
Complete) FORWARDING 
WAREHOUSING 


Service 





Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum vost. 























BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





OF ne OF N ETS 


J0S. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 
ESTABLISHED 1857 
TEAMING -— MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload PoOoL CAR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


= RICHMOND, VA. 
% Storers, Distributors and Forwarders 


of General Merchandise 
175,000 Square Feet Floor Space 


. ~ Southern R. R. Siding. _ 25¢ Ins. Rate 


Virginia Bonded Wercheuse Corp. 
1709 East Cary Street 





UTICA, N. Y. 





In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 
Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 














C & a —— WAREHOUSE Co. 


358 W. Harrison St., Chicago 









UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 


1004-26 Spring Garden Street 





Dally ar Service in Philadelphia and to 250 Surrounding 


owns at Lowest Minimum Delivery Charges 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 














MEMBERS A.W.A. O.W.A 


LEDERER 
TERMINAL 


SU/ILOS BETTER BUSINES 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Wo Ponn. System Telephone Harrison 3486 


rks: 
Hegewisch, Illinois) }: 4 8-, 5 5. CHICAGO, ILL. 
TANK CARS : 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 


CHICAGO e@ PIA &) 

NER ow! ag wilhin white 

lr Flaer<} ‘leis s where 

DECATUR JG aE F a Si UR fe LINOIS 


2rs “LCL freight 


incneniee | tle cxsh igre then 


DECATUR\ ILLINOIS = CricAco or St.Lours 
DISTRIBUTION Axe WAREHOUSING 


ILLINOIS ” 


ST.LOUIS 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO. , Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 








And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 





The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 
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Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. eututs Illinois 
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April 23—Washington, D. C.—Commissioners Eastman, Esch and Mc. 


Manamy. 
13413—In the Matter of Automatic Train Control Devices. 


April aes, Tex.—Examiner Smith: 
= gginbotham-Bartlett Co., Inc., et al. vs. A. T. & S. F. Ry, 


20435. Cicero Smith Lumber Co. vs. A. T. & S. F. Ry. et al. 
April 23—Wichita, Kans.—Examiner ores: 

20500—K-T Oil Corp. vs. A. T. & S. F. Ry. et al. 
April 23—Washington, D. Fy P toadnbes ‘Disque: 

19645—The A. T. & S. F. Ry. et al. vs. B, & O. R. R. et al. 
April 23—Argument at Washington, D 


’ Cc. 
19146—Knoxville Freight Bureau et al. vs. Southern Ry. j 


Portions Fourth 7— on a nara “Nos. 1563, 1572, 1478, 4475, 1747, 
1837, 3965, 2045, 1952, 1561 and by 2 

18276—-W. Luffman & Son vs. 8. A. L. Ry. et al. 

“. “ — - Ss 2)—S. Bender en and Supply Co. vs. A. T, 


nails Rk, hod Calif. ewe McGrath: | 
20283—Arnstein Simon & Co. ws. A. T. Ry. tl 
a -< +> ee Lumber Co. Tatler E. G. Whippie Cast) vs. S. P, 
Oo. eta 
April 23—Washington, D, C.—Examiner Hendon: 
Valuation No. 1079—In re tentative valuation of the property of 
the Pullman Co. 
Aue 24—Kansas City, Mo.—Examiner Hagerty: 
20194—F redonia Lanes Oil Works Co. vs. A. T. & S. F. Ry. et al. 
April 24—Argument at Washington, D. C.: 
19014—-The Baltimore Tube Co., Inc., vs. B. & O. R. R. et al. 
19517—Continental Paper & Bag Milis Corp. vs. A. C. Ry. et al. 
19888—Tobacco Foil Co. vs. R. F. & P. R. R. et al. 
April — Francisco, Calif. a em: 
20097—-Big Lakes Box Co. et al. vs. S. P. Co. et al. 
April Age Bae cnn Tenn. —Examiner Glover: 
Fourth Sestion Application No. 13290, filed by Charles Barham. 
April 24—Forth Worth, Tex.—Examiner Simons: 
ar ee Livestock See ty 4 ‘ee -e-e" pice et al. vs. Di- 
General, as agent, A. & Ry. 
11018 Wichita Board of Gukaoiees = ‘al. v. "D. G., A. & W. Ry. 


al. 
13001--Chamber of Commerce of Kansas City, Mo., vs. A. & W. Ry. 


et a 
13619 Ross Bros. Horse and Mule Co. et a = eta 
i ai Yount Horse & Mule Co. a 4 a, A. & S. Aye et ™ 
. & S. 2389—Rates on horses and mules to, from or between South- 
we 8 pts. 

1.&s. oe and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In , *. Matter of Interstate and intrastate rates for trans- 
portation of ordinary live stock from points in Nebraska to Omaha 
and S. Omaha, Neb., in their relation to rates on the same com- 
modity, in C. L.. from a in Neb. to Kansas City and St. Jo- 

oux 
Board of Railroad Chalintesionena of State of S. D. vs. C. 
& N. W. Ry. et al. 
Fourth Section Applications Nos. 461, 462, 621, 673 and 678. (Further 
hearing.) 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Trafiic manager, sponte, reliable and = 
petent, desires position as traffic manager with lively industry; fu 
experienced and “—. ualified to handle your traffic problems satis- 
tnatority. Address . R. 86, care T c World, Chicago, Ill. 








We Bind The Traffic World 
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The Book Shop Bindery 


360-364 West Erie Street Chicago 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 
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For 30 Days You 
Can Use Automatic 
Files at Our Expense 


Only a trial in your own office will 
show you Automatic Superiority. 
Convenience -- Speed 


Every tariff and supplement 
instantly available. You can 
remove or replace any issue 
without disturbing others. 


Visibility -- Accuracy 





You can read the whole front 
form of any tariff without 
removal from the file. Self- 
indexing. 


Compression -- Safety 


A gentle push to close the 
drawer and tariffs are 
safely compressed, Automati- 
cally, into the least space. 


These patented features and other advantages may now be 
had in the most complete line of tariff files on the market. 


GET OUR FREE TRIAL OFFER NOW! 


Write today for Free Trial and special ean agin propo- 
sition or Automatic Agency in your city— also new catalog 
No. 27T describing complete File and Desk Equipment in per- 
fected steel construction. . 


Automatic File & Index Co., E. 10th St., Green Bay, Wis. 


Branches—Chicago, 40 S. Wells St.; New York City, 52 Vander- 
bilt Ave.; Milwaukee, 130 Wisconsin Ave.; Detroit, 131 E. Jefferson. 


5S DRAWERS IN 4 
There are 120 reference filing 
inches in § AUTOMATIC 
drawers which are equal to that 
of & Non-Expanding files. 










Home An drawer latches. 


U I MAI iC 
ANBIN 
TARIFF’ FILES 


Complete Line of Upright, Counter High and Desk High Files 











Dependability/ 


Efficient Workers 
figs \*\ and Modern Equip- 


ment Guarantee 





Dependable Trans- 





portation. *’ 
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At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


THE TRAFFIC WORLD 
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or Shippers and _poreecean 
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PHI ADELPHIA 





A NORFOLK 


4X 


BOSTON os TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, estbes | Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 
PHILADELPHIA TIDEWATER TERMINAL 


M. Richardson, Gen’| Manager & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
J. A. Moore, Manager 
Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 
W. S. Bishop, Gen’! Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 


MERCHANTS’ ‘aes. co. 
Snowden Henry, Su 
10 Chestnut Girone, | Philadelphia 





RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 


ZN a a) 2) CO SC Ce Ce Ce 0 Ca) Ce) Ce) Ce CoD Ce Ce 


|The GHAINof TIDEWATER TERMINALS 
a __, and ALLIED INIAND WAREHOUSES _ 


HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG.PHILA.PA. 
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Strategic Points of Operation 
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“A Good Story 
about the ERIE” 


“The Seemingly Impossible Thing” 


Somewhere in Chicago’s vast Labyrinth of Freight Traffic, 
the Bessemer Gas Engine Company of Grove City, Pa., had a Less 
than Car Load Lot which they wanted Lifted Out and Forwarded. 


But Needles in Haystacks don’t discourage the Men who 
make Erie Service. It Was Done! 


And Mr. V. H. Vleck, the Bessemer Company’s Traffic 
Manager, writes: 


“I wish to express our appreciation of the service rendered 
which I realize was out of the ordinary. Having been a railroad 
employee for seventeen years, I realize the difficulty in locating a 
less than car load shipment passing through a city like Chicago, 
with the meager information we were able to give you. 


“This is not the first time the splendid organization of the 
Erie Railroad has accomplished for us the seemingly impossible 
thing. This is the kind of service we do not forget.” 
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Ship Via 
BAYWAY TERMINAL 


Manufacturers. of Elizabeth, and within a radius of fifty miles, 
are offered unexcelled rail and water facilities at Bayway Terminal 
for shipping their products to near and distant points. 


Bayway Terminal trucks will call for goods at any factory 
within fifty miles of Elizabeth, ship them immediately from the 
Bayway Terminal dock to any coastwise steamship line, or for 
export. Daily steamboat service from Bayway Terminal dock to 
all steamships from New York City. 


Bayway Terminal is provided with rail connections via 
Central Railroad of New Jersey to and from any point in the 
United States. Sidings of the Central Railroad extend into the 
Terminal. 


Merchants and manufacturers may order goods purchased for 
their own use shipped to Bayway Terminal, which will make 
prompt factory and store door deliveries. 


Joint thru Interstate Commerce Commission and Shipping 
Board rates are in effect on domestic freight. 


The “New Way” offers unlimited terminal facilities for ware- 
housing, assembling, shipping, trucking. 


No lighterage costs. No rehandling. No backhauls. 


Freight car at your door service—at the New York rate. 


Modern factory space to lease at this ideal industrial 
location with the ideal distribution facilities. Low 
insurance. Cheap power. Heat and elevators. 


BAYWAY TERMINAL 


“One of Elizabeth’s Greatest Assets” 


TERMINAL OFFICE: EXECUTIVE OFFICES: 
Bayway and S. I. Sound, ELIZABETH, N. J. 25 Church Street, NEW YORK CITY 
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Four trans-continental rail lines 
and innumerable trans-Pacific 
steamship lines afford most fre- 
quent service VIA SEATTLE! 
The Seattle Public Terminals 
provide every facility for the 
expeditious, economical and effi- 
cient transfer from car to ship. 








Traffic Department 


aort Siz 


eattle 


For specific information address: 
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The longest way ’round may be the sweetest way home but— 
it’s the expensive way to reach markets, particularly in this 
day of narrow margins and keen competition. 


That’s why thoughtful traffic managers, in constantly increasing 
numbers, are routing their trans-Pacific cargoes—via Seattle! 


The Seattle short route is from 500 to 1,500 miles shorter 
than any other across the Pacific. The saving in time is 
proportionate, running from a day to a week, depending upon 
the speed of the vessel. 


This means from one to seven days quicker approach to and 
deliveries in the great markets of the Far East — effective 
selling advantages; from one to seven days less “in transit” 
time with proportionate savings in insurance and interest 


' charges—important shipping economies! 


You, too, should ship via Seattle and gain the benefit of these 
advantages. 






Bell Street Terminal 





SEATTLE, WASHINGTON 


A 
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Where and When? 


By Mac 
Shippers’ Traffic Man 

























Almost every hour of the day someone is 
hurling at me two questions—‘Where is 
that shipment? When will it arrive?” 






The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 





That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 





I say “yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with oe. ee and 
. accompany same to Canadian port 
WINNIPEG of culey. 












SAULT SAINTE MARIE 


THIEF RIVER FALLS 


MENOMINEE 






ALWAYS DEPENDABLE O 0 ali 


SAINT PAUL 















FREIGHT SERVICE aii 
AGENCIES ‘ 
pork Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. wg e- 2050 Railway . caco 
Buffalo, N.’Y., 409-410 Iroquois | Memphis, Tenn., Porter Bldg. Exch. 
Bldg. Milwaukee, Wis. .» 68 East Wisconsin Ave. St. Paul, "ae. -» 1112 Merchants Nat’l 
Chicago, IIl., 707° “Standard Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. Bank Bl dg. 
Chippewa Falls, Wis. ‘ and Marquette Ave. San ee ll Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, ‘+ Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust Bldg. New York, » Woolworth H Bie Seattle, Wash., 5564 Stuart Bldg. 
Detroit, Mich., 311 Transportation Bldg. Omaha, Neb “9382 6 W. O. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. j., 250 Sploomfeld Ave. Superior, Wis. 
Grand "Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. | 
Indianapolis, Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Waukesha, Wis. 
Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Seen Bldg. 












ROUTE YOUR FREIGHT CARE SOO LINE 
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The Free Freight Rate Service 


OF THE 


GERMAN RAILROAD COMPANY 
Freight Information Office 


11 Broadway, New York City 


The Deutsche Reichsbahn Gesellschaft, Hauptverwaltung, Berlin, authorized its general 
representative, Mr. Hans Engel, in February, 1927, to establish the German Railroad 
Company Freight Information Office, 11 Broadway, New York City. 


This bureau is thoroughly equipped to give full information and data of every con- 
ceivable kind on freight shipments to and from Germany and Central Europe. The aims 
of this freight information bureau are as follows: 


1. Advice free of charge is given to shippers and importers regarding freight 
traffic and tariffs of Germany and all countries adjoining Germany. 


2. Information may be applied for free of charge regarding favorable trans- 
portation opportunities from, to, and in transit through Germany. 

3. Irregularities in freight traffic with Germany, as far as it concerns 
routes via the German Railroad Company, are investigated on application. 


4. Furtherance of effective mutual traffic connections by observation of 
freight traffic in order to establish actual demands. 


While all information is given free of charge, it is pointed out again that the information 
bureau does not attend to any forwarding or shipping of goods, and, therefore, inquirers 
are under no obligation whatsoever for any services received from the bureau. 


There are many American business organizations especially prepared to export 
merchandise to Germany and, when it becomes a matter of making shipments and any 
specific questions as to railroad rates, routes, and other essentials arise, they are urged to 
make use freely of the services of this bureau for any particulars desired. 


pap Write for latest maps of Germany, free of charge. 
APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 Broadway, NEW YORK, N. Y. 
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Distribution Service 


PORT OF NEW YORK 








Over 150 vehicles 
for any form of 
distribution or 
transfer service. 


ak ne 


Shop equipped to 
meet any emer- 
gency. 








MOTOR HAULAGE CO. EQUIPMENT IN RAILROAD TRANSFER SERVICE 


The Motor Haulage Company 


NEW YORK CITY 
P. 0. Box 780, Brooklyn, N. Y. Tel. Main 4900 












Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 


Main Streets 
of All America 


FROM TRAIL TO RAIL 


A History of Southern Pacific 


(Continued from March 31st issue) 
CHAPTER III 


Schemes to Span the Continent. 


Less than one hundred miles 
of railroad had been built in 
the United States when the 
“Weekly Emigrant,” an Ann 
Arbor, Michigan, newspaper, 
published on February 6, 1832, 
an editorial advocating the construction of 
a railroad from the Great Lakes to the 
Pacific Coast. 


This was the first voice raised in de- 
mand for a transcontinental line. It was 
the opening note in a campaign which in 
1862 resulted in the passage of the “Pa- 
cific Railroad Act.” 


In 1836, John Plumbe, a Welsh miner 
who had gained some railroad experience 
as superintendent of a railroad between 
Richmond and Petersburg, called a meet- 
ing at his home in Dubuque, Iowa, to dis- 
cuss privately the building of a railroad 
to the Pacific Ocean. As a result of this 
meeting there was held, on March 31, 1838, 
the first public convention to discuss “the 
Pacific Railroad project.” In response to 
resolutions adopted by that convention, 
Congress appropriated funds for the sur- 
vey of a railroad from Milwaukee to Du- 
buque. 


Two years later Plumbe asked Congress 
for another appropriation to extend the 
survey farther west, but he was too far 
ahead of his time, and Congress refused 
to act. Plumbe did receive public recog- 
nition, however, as the “Original Projector 
of the Great Oregon Railroad,” and his 
plan was embodied in the first of the Na- 
tional Pacific Railroad Acts, passed in 
1862, 


Then came Asa Whitney, a New York 
merchant, who had returned from the 
Orient in 1840 filled with the idea that a 
railroad across the United States would 
give to America the rich trade of the 
Orient. 


Whitney devoted ten years of his life 
and all his fortune to his transcontinental 
railroad project. He made some converts, 
but failed to convince engineers that his 
plan was practical, and in 1850, after three 
unsuccessful attempts by Whitney to get 
bills passed, Congress finally killed his 
project. Whitney gave up the fight, and 
devoted his latter days to running a small 
dairy in Washington, D. C 


Dr. Hartwell Carver of Rochester, N. Y., 
son of Jonathan Carver, the famous trav- 
eler, was in the field almost as early as 
the Ann Arbor editor, with a plan for a 
Pacific Railroad. P. P. F. Degrand also 
had a plan. 

A study of these plans will show that 
railroad engineering was practically an 
unknown quantity to their authors. 

Whitney’s ideas may be gathered from 





a pamphlet entitled, “A Project for a Rail- 
road to the Pacific,’ published in New 
York in 1849, in which he announces his 
intention to “devote my life to the work 
which I believe promises so much good to 
all mankind.” 


In this pamphlet Whitney tells how he 
spent the spring and summer of 1845 with 
“a company of young gentlemen” explor- 
ing and examining 800 miles of route and 
1,500 miles of the Missouri River and 
other streams. 


No Faith in West 


Whitney memorialized the 28th, 29th 
and 30th Congress for a charter to build 
a railroad from Lake Michigan to the 
Pacific Ocean. Whitney’s purpose was not 
so much to develop the west as to provide 
a new highway between the Oriental mar- 
kets and the eastern states and Europe. 
He was not enthusiastic about Califor- 
nia, to which his principal objection was 
that “the mountains -were so close to the 
Pacific Ocean that there was but small 
space left, and, owing to _ periodical 
droughts in that climate, absence of means 
to irrigate, and the fact that there was but 
a small amount of land suitable to culti- 
vation, it was capable of sustaining but a 
small population.” 


As far north as San Francisco, he de- 
clared, the land was poor. He admitted 
that the discovery of gold was attracting 
thousands. He said: “Gold poisons both 
the minds and morals of man, and leads 
a man to devote even more labor to dig 
from the earth six-pence of gold than 
would produce a bushel of wheat. The 
population of California must depend on 
other countries for food, and certainly we 
cannot supply their wants, because the 
climate through which we must pass to 
them would injure and destroy all animal 
and vegetable produce.” 

“Two years will wind up the scene,” 
was his summary dismissal of California’s 
mining activity, “and from then on Cali- 
fornia will have to import labor from 
Europe to raise enough to eat, will have 
nothing to sell, and nothing with which 
to buy.” 


Whitney, who planned to build the Pa- 
cific Railroad as a personal venture, asked 
Congress for a sixty-mile wide strip of 
land from Lake Michigan to the Pacific 
Ocean, for which he agreed to pay at the 
rate of ten cents an acre. 

John Plumbe. publicly resented Whit- 
ney’s picture of California and, in the 
name of the “settlers and miners of the 
city and county of Sacramento” under date 
of February, 1851, submitted to Congress 
a memorial against Whitney’s. entire 
scheme. 


Whitney, in his memorial, suggested the 
Columbia River as the proper termfmus 
of a transcontinental railroad, because of 
the impossibility of crossing the Sierra 


farther south. Plumbe took exception to 
this with the declaration “that the under- 
signed will take the liberty of stating, with 
the utmost deference to the high authority 
to the contrary, that he himself completed 
the reconnaissance of a route from the 
Missouri River to San Francisco, which 
demonstrates beyond all doubt that the 
Sierra Nevada can be crossed by a gradi- 
ent not exceeding 40 feet per mile, whilst 
with a comparatively short tunnel a dead 
level might be preserved.” 


This would indicate that Plumbe’s 
knowledge of the Sierra was as inadequate 
as Whitney’s knowledge of California. 


Public exchanges of argument and 
opinion were intensely personal in those 
days. To Whitney’s California criticisms 
Plumbe had this to say: “As to the dis- 
paraging remarks relative to the resources 
and general character of California, it is 
sufficient here to say that this is but a 
reflection on the writer’s own ignorance. 
But it appears that the nearest view that 
this gentleman himself enjoyed of Cali- 
fornia was from Council Bluffs on the 
east and Canton on the west, and this 
fact satisfactorily accounts for his un- 
fortunate misapprehension of the real at- 
tributes of our noble state and her golden 
Sierra.” 


Railroad “King” 


He concludes with the statement that 
Mr. Whitney’s bill would give California 
“not a railroad byt a railroad king.” 


Back of this interchange was probably 
some personal feeling, because in 1847 
Plumbe had written to Whitney suggesting 
that a convention be called to consider all 
the projects for a Pacific railroad, and to 
work out one practical plan. 


Whitney’s confidence in his own plan 
was as supreme as his plan was imprac- 
tical. He replied to Plumbe: “You speak 
of my project and others which you say 
are before Congress, but I have never even 
troubled myself to examine them, believ- 
ing them all to have been founded upon 
mine, and have given them no further 
thought than that they would find their 
proper level. I have carefully read over 
your prospectus, and must say I am 80 
dumb I cannot even make a plan of it at 
all. My course of duty is onward and 
alone. I fear no opposition—I fear no com- 
parison.” 


Plumbe was an optimist. In discussing 
his alleged “practical route over the 
Sierra” he said he had been really disap- 
pointed in finding that, instead of the ex- 
pected difficulties, Nature had not only 
provided an easy pass, but had studded it 
with mountains so rich in mineral that the 
hitherto dreaded barrier was in reality 4 
storehouse from which the grading of the 
road would extract enough treasure to pay 
for the work. 


(To be continued in April 28th issue) 
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